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O UR readers may have noticed now and then recently an article 

or two on the subject of politeness; if so, we are glad. But 
while musing on the question of how far the influence of the 
“printed page” has, in this instance, produced results, we are con- 
fronted by a newspaper item to the effect that one of the best 
roads in the country has found it necessary to issue a general 
order calling its conductors to account for neglect of one of the 
simplest elements in their duty as promoters of the comfort of 
passengers. This order says that both the train conductors and 
the Pullman conductors have too generally indulged in the prac- 
tice of retiring to some secluded spot in the train and there 
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making up their reports, oblivious to all things outside, instead of 
taking care, as they should, that either their subordinates or them- 
selves go through all the passenger cars of the train frequently 
for the purpose of seeing that everything is satisfactory to pas- 
sengers. All of the conductors to whom this order is addressed 
are running on lines east of two well known cities, Erie, Penn- 
sylvania and Pittsburgh, Pennsylvania, and west of the Atlantic 
Ocean. If this defect were to be cured by force instead of by 
moral suasion or expostulation we should be inclined to suggest 
a radical reduction of prices for seats in “drawing rooms,” so 
that such rooms would be constantly occupied by passengers. Then 
there would not be so many secluded spots. The art of polite- 
ness in a trainman includes the keeping of an open ear, at all 
proper times, to all who may properly speak to him. 





HE railways will not fear unjust regulation by individual 
states in future if the findings made last week in the Min- 
nesota rate case by Master in Chancery Otis are sustained by the 
Circuit Court which appointed him and by the Federal Supreme 
Court. For, of course, if the Circuit Court does uphold his 
findings, the case will go to the Supreme Court. Part of the 
rates in question were fixed by the Minnesota Legislature; and 
others by the State Railway Commission; and most of them 
were lower than the corresponding interstate passenger and 
freight rates made by the carriers. The effect was to force the 
roads corespondingly to reduce their interstate rates. The master 
held that this was an unconstitutional interference with interstate 
commerce. If this is correct, most of the rate laws passed and 
orders issued by legislatures and commissions in the South and 
West during the last three years are unconstitutional, and the 
states’ power to regulate railways is very limited. The second 
ground on which the master found the rates unconstitutional was 
that they were confiscatory. He held that when a railway is 
economically and honestly operated the stockholders are entitled 
to a return of at least 7 per cent a year upon the value of the 
property; and that the Great Northern, the Northern Pacific and 
the Minneapolis & St. Louis, the roads involved, are so oper- 
ated. He found that the valuations of the Northern Pacific and 
the Great Northern made by the state commission were unfair, 
and that the value of the Northern Pacific is about 30 per cent. 
more than its capitalization, and the value of the Great Northern 
about 75 per cent. more than its capitalization. If the holdings 
of the master as to this phase of the matter are correct a great 
majority of the railways of the country will be able to satisfy the 
courts that their values exceed their capitalizations, and that they 
are now not only not earning excessive returns, but are not earn- 
ing fair returns. It would be easy to attach too much impor- 
tance to Master in Chancery Otis’ report. It is quite possible 
the decisions of the courts will be quite different. But as a 
straw indicating how the wind blows it may be significant. 





HESE are buzzing as well as parlous times, big with the long 
and more or less noisy discussion of rates, “regulation” and 
revaluation. But in the general din one of the most familiar ele- 
ments of the general question has been well-nigh forgotten. A 
corporation has been often defined as a legalized and chartered 
person, and, in the contemplation of such an incorporated person, 
the real person—the stockholder—has faded into the background 
overmuch. The actual interests in such contentions as the 
present are threefold—stockholder, railway corporation and pub- 
lic—while the open contention is between the last two. The 
public criticism which whacks at the corporation rarely or never 
seems now to look at the fundamental stockholder behind. Yet 
he is there, the main party at interest, and in his position as an 
investor no different from the merchant who invests in goods 
and ships them. Let us take a simple illustration derived from 
the hue and cry on “revaluation,” “original investment,” “fair 
return” on property and the rest, and apply it, not to a 
speculative railway property, but to an old dividend-paying one. 
“Fair return” in such a case is reckoned on the par. Yet the 
stock may not have sold at par for thirty or forty years. It 
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‘has changed hands, in blocks larger or smaller, during that 
period thousands of times. It has been distributed above par in 
the division of estates, given to trustees, counted above par in 
numberless exchanges for other than railway property; nor does 
the “widow and orphan” appeal become a mere sentiment when 
applied to a railway property like the New Haven, a majority 
of whose shareholders are women. Are such a class to be held 
responsible for, say, the 80 per cent. stock dividend of the New 
York Central in the days of Commodore Vanderbilt, which, 
though remote and not questioned legally, must have its place 
in any ratio of New York Central capital to actual value of 
plant? The public, as represented by its official agents, must, of 
course, deal with the corporation and its officers in examining 
rates, capitalization and kindred matters. But may not inci- 
dental reference, at least, be made to the fact that the corpora- 
tion is at bottom an intermediary and that the person, not behind 
but in front of the gun, is the man, woman or child, the trustee 
or the savings bank, happening under a different state of affairs 
from the present to have acquired a railway stock certificate? 
In the whirl and onset of the attack on the railways, may not 
some attention be called to the stockholder’s existence, to his 
original purchase of his fraction of a railway property under 
what seemed stable conditions of law, if not its direct guaran- 
tees, and to his elemental innocency? 





THE BLUFFTON COLLISION. 
HE terrible butting collision of electric cars near Bluffton, 
Ind., last week, killing two-score people, must have comeasa 
sad lesson to the officers of the railway company and to the 
citizens and legislators who had thought that their law, passed 
in 1907, requiring the use of the block system, would prevent 
the occurrence of such disasters. The law did not touch such 
cases as this, and its moral effect on the management of those 
roads which it does not reach appears to have been nil. The 
main lesson, that the block system is the only practicable remedy, 
and that without it the only reasonable and effective safeguard 
for the lives of passengers is a severe limitation of speed, has 
been reiterated in these columns so many times that we will not 
here enlarge on it. We can imagine a road so well disciplined 
as to attain a high degree of safety while running its trains 
or cars under the time table and train-despatching system, but it 
is only by the exercise of the imagination; no one has ever 
produced any satisfactory evidence to that effect. The roads that 
have accomplished the best results by the old methods give 
no assurance that good results will continue. Therefore, those 
methods must be rejected. 

The reader who wants the general lessons must be referred to 
articles that have been printed a hundred times; but we may 
note one or two circumstances of this case. The first is that 
another collision of the same kind occurred three days later, 
fifty miles from Bluffton, killing six persons. The point of this 
is that collisions just like Bluffton occur frequently. The records 
show this every month. It is only by good luck that they kill 
only six or one, instead of 40. The railway manager or the legis- 
lator who defers radical remedial measures because of a light 
death record is playing with fire—or, more appropriately, with 
fire and dynamite combined. But to any one who is determined 
to stick to the death record as his main guide of action it may be 
pointed out that this record is sure to be worse with cars that 
carry scores of passengers on the cow-catcher—which is virtually 
what the electric cars do—than where the front of the train is 
made up of a buffer consisting of a hundred tons of steel, coal 
and baggage. 

Another lesson is the weakness of the Indiana block system 
law. It applies only to steam roads earning $7,500 a mile an- 
nually. It is obvious that electric cars can smash themselves even 
more readily than the cars of standard railways; and even if the 
law were to be made applicable to electric roads, the money 
limit would still be subject to criticism, for a line too weak or 
too poorly located to earn a half of $7,500 finds no difficulty in 
gathering carloads of passengers at five or ten cents a head, and 
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running such cars by methods which defy the plainest lessons of 
experience. If the people of Indiana expect to safeguard the lives 
of people who travel on the railways of that State they will have 
to do something better than pass laws which are too crude to fit 
the conditions and entrust their enforcement to commissioners who 
get their knowledge of the subject from mass meetings in which 
trainmen discuss questions that are out of date and railway 
lawyers urge reasons for not complying with any law. - 

A third lesson of such a collision as this should be addressed 
to Congress and to the legislatures of other States. Legis- 
lation concerning the block system may or may not prove bene- 
ficial. Indiana’s law is weak, as we have noted; and those roads 
in that State which already had the block system in force have 
disputed the commission’s powers of regulation. The law of 
Massachusetts seems to have produced no effect whatever, and 
Missouri has made no progress. Congress has had Mr. Esch’s 
bill before it for half a dozen sessions, but has not passed it, nor 
even discussed it to any effect. The Interstate Commerce Com- 
mission has repeatedly recommended the passage of this bill, but 
the recommendation has fallen on deaf ears, and the commission 
goes on recording from 100 to 150 rear and butting collisions a 
month. Now, as we have intimated, legislation may or may not 
be wise. It cannot be a cure-all, in any event. But there is no 
excuse for allowing the whole question to go by default, as is done 
in Congress. No other remedial measure having been put in 
force, or even suggested, this measure—the federal bill—should 
be taken up and thrashed out. The reasons for the passage of a 
federal law, as set forth in these columns on December 23, 1904, 
remain the same now as then. The more enterprising roads have 
made much progress in the last six years without compulsion, but 
many other roads are laggards. The electric roads are not the 
only sinners. Many steam roads still employ methods of A. D. 
1860 in train management. 





LET THE GOVERNMENT GO AHEAD AND PROSECUTE AND 
APPRAISE THE RAILWAYS. 

HE governors of some western states and representatives of 

a number of organizations of shippers met at Topeka, Kan., 

on September 22 and adopted resolutions demanding that the fed- 

eral government enforce the Sherman anti-trust law against the 

railways for having combined to raise their rates, and that Con- 

gress pass a law requiring the Interstate Commerce Commission 

to make a “most searching investigation into the actual physical 
valuation of all the railway lines in the United States.” 

The government began a suit against the western railways at 
Hannibal, Mo., a few months ago for alleged violation of the 
Sherman act. Soon after at a conference at the White House 
between President Taft and a committee of railway presidents, it 
was agreed that the roads should submit the reasonableness of 
the proposed advances in their rates to the Interstate Commerce 
Commission, and that the prosecution should be dropped. The 
railways have carried out their part of the agreement. For them 
to be prosecuted now would be a breach of good faith. Buta little 
thing like a breach of good faith does not trouble the conscience 
of such an organization as the Illinois Manufacturers’ Associa- 
tion or of statesmen hungry for political pie. J. H. Johnston, 
traffic manager of the Oklahoma Traffic Association, withdrew 
from the Topeka meeting because he could not countenance the 
adoption of resolutions which asked the President of the United 
States to do an act of dishonor. Mr. Johnston is too thin- 
skinned. He cannot hope to measure up to the high standard of 
the Illinois Manufacturers’ Association as long as he allows any 
sentiment of honor to influence him. 

Regardless of the question of good faith, it seems probable that 
the railways ought to court rather than fear action against them 
under the Sherman law. It is a question if the supreme court 
of the United States would hold now, as it did in the Trans- 
Missouri Freight Association case, that every agreement between 
carriers regarding rates, whether reasonable or unreasonable, is 
prohibited by that law. Since then the Hepburn act and the 
Mann-Elkins act have given the commission power to reduce 
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any rate or prevent any advance in rates that is unreasonable, 
whether made by a single railway or a combination of railways. 
This makes so clear the intention of Congress to give over the 
regulation of interstate rates solely to the commission that it 
seems not improbable that the court would hold that the Sherman 
law no longer applies to railways in its full rigor. This would 
be in line with its decision that the Hepburn act, by implication, 
-abolished the original jurisdiction of federal courts to determine 
the reasonableness of rates and vested that authority exclusively 
in the commission. If the court should hold that the Sherman 
act still applies to railways just as it did in 1897, this would 
bring the inconsistency between that law and the Interstate Com- 
merce Act so forcefully to the attention of the public that it 
might lead to much needed remedial legislation. 

Probably also the railways should not further oppose the de- 
mand for a valuation of railways. It is contended by counsel 
for the shippers that there must be a valuation as a means of 
determining whether the advances in rates the railways are now 
seeking are reasonable. The commission has in the past ordered 
many reductions in rates without the guidance of a valuation. 
Why can it not just as easily determine without a valuation 
whether advances are reasonable? As a matter of fact, it will 
have to do so in the pending cases. It can suspend advances in 
rates only for a maximum of ten months, and it could not pos- 
sibly make a valuation within that time. As to the matter of 
valuation generally, and without any relation to the specific 
cases now pending, the railways probably will make a mistake 
if they further oppose the project. The resolutions adopted at 
the meeting in Topeka ask for a physical valuation. The de- 
cision of the supreme court in the Nebraska rate case indicates 
that not merely the value of the physical property of a railway, 
but all the factors that make it worth anything as a going con- 
cern must be taken into consideration in regulating rates. The 
railways certainly have nothing to lose by letting the shippers 
and politicians influence the government to make a valuation 
which will prove absolutely worthless the first time it is put to 
the test of litigation. Nor have the railways as much to lose 
as to gain from an appraisal that shall take proper account of all 
the elements that enter into the value of a railway. 

The Railway Age Gazette, in common with many other persons 
and publications, has in the past opposed valuation of railways. 
This has been done because it has been believed that valuation is 
not the proper basis of rate-making and that any attempt to fix 
rates as a whole on that basis will be either futile or demoraliz- 
ing. But the agitation for a valuation is gathering strength and 
probably will continue until it is successful. An attitude of oppo- 
sition toward it on the part of the railways simply makes the 
public think they are afraid to have their assets inventoried. In 
every rate case attorneys for the shippers seek to make it appear 
that the roads are grossly over-capitalized. The result is con- 
stantly to mislead and inflame the public and to do more harm 
than a valuation could do. A fair valuation would simply in- 
volve the waste of several millions of dollars of public money 
and show that the railways as a whole not only are not over- 
capitalized, but are under-capitalized. In the long run it would 
do less harm, no matter how unwisely and unfairly it was used, 
than do the current misrepzesentations of railway capitalization 
and the unwise and unfair regulation of rates that results from 
them, , 





SOME SPECIFIC FACTS FOR THE ILLINOIS MANUFACTURERS’ 
ASSOCIATION. 
HE charge is made by La Verne W. Noyes, president of the 
Illinois Manufacturers’ Association, in a newspaper interview 
at Chicago, that the editorial in the Railway Age Gazette of Sep- 
tember 23, regarding his organization, is “just a wild shower of 
malicious generalities.” Mr. Noyes evidently desires us to be 
more specific in our statements of fact about the relations be- 
tween members of the Illinois Manufacturers’ Association and 
the railways. We shall do so. 
One of the leading members of that association is Deere & 
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Co., of Moline, Ill, large manufacturers of farm implements. 
Before the Hepburn act went into effect all rates from Pitts- 
burgh to Moline were based on the combination on Chicago; 
for example, the rate on iron and steel from Pittsburgh to 
Chicago was 18 cents, and from Chicago to Moline 8 cents, 
making a total of 26 cents per 100 Ibs. At that time Deere & 
Co. received a rebate from the railways of 5 cents per 100 lbs. 
on all its shipments of iron and steel from Pittsburgh to Moline. 
As soon as the Hepburn law went into effect this company began 
soliciting the railways to make it a rate which would put it on 
the same basis it was on in the good old rebating days. The 
railways finally made it a through rate of 23 cents. Their traffic 
managers felt, however, that this was unfairly low and later 
raised the rate once more to 26 cents. The traffic manager of 
Deere & Co. then began a campaign for the restoration of the 
23-cent rate in precisely the way that the Railway Age Gazette, 
in its issue of September 23, described as being followed by 
members of the Illinois Manufacturers’ Association in getting 
unfair railway concessions. The files of the railways groan 
with the letters they received from him. Finally he got the 23- 
cent rate restored. It is to-day the only rate in existence between 
Pittsburgh and Moline which is on less than the normal trunk 
line percentage scale to Moline of “122 per cent. plus.’ If itisa 
fair rate, then every other rate between Pittsburgh and Moline 
is unfair. As a matter of fact, the granting of this 23-cent rate 
simply amounts to a published rebate of 13 per cent. to Deere 
& Co. 

The Railway Age Gazette has said that members of the Illinois 
Manufacturers’ Association are being given unfair advantages in 
the form of excessive allowances to tap line railways that they 
own. One of the members of this association of which this is 
true is the Commonwealth Edison Co., of Chicago. This com- 
pany owns large coal mines in Illinois. It also owns a little 
railway called the Chicago & Illinois Midland, which hauls coal 
from these mines to junctions with the trunk lines. The distance 
that the Chicago & Illinois Midland hauls the coal is 5 per cent. 
of the total distance to Chicago. The through rate to Chicago 
is 75 cents, and of this the Chicago & Illinois Midland gets a 
division of 15 cents, or 20 per cent. The Interstate Commerce 
Commission held in the Illinois Northern case that a tap line 
rendering such a service as the Chicago & Illinois Midland does 
was not entitled to receive more than $3.50 a car. The allowance 
made to the Chicago & Illinois Midland amounts to $6 a car. 
In other words, the Commonwealth Edison Co., through its 
tap line, is receiving on every car of coal that this tap line 
handles what amounts to a published rebate of $2.50 a car. 

All the large meat packing concerns in Chicago belong to the 
Illinois Manufacturers’ Association. They own the large packing 
concerns at points on the Missouri river. Seven years ago they 
bribed the Chicago Great Western, by a contract giving it a 
large percentage of their business, to reduce the proportional 
rate on dressed beef from the Missouri river to Chicago from 
23% cents to 18% cents. The latter rate has been regarded by 
almost every traffic man in the country as excessively low. Last 
spring some of the railways started a movement to put the rate 
back to 23% cents. The packers used the power that the control 
of a large amount of traffic gave them to get the Chicago & 
Alton to refuse to act with the other railways in raising the 
rate. The consequence is that the 23%4-cent rate is now applied 
from Omaha, Neb., and St. Joseph, Mo., to Chicago, while the 
18%-cent rate still applies via the Alton from Kansas City. The 
retention of the lower rate from Kansas City is an unfair dis- 
crimination against St. Joseph and Omaha. The making of the 
18%-cent rate at all was and is an unfair discrimination against 
the shippers of practically all other kinds of traffic. 


One of the complaints made by the Illinois Manufacturers’ 
Association in the statement filed by its counsel, William Duff 
Haynie, at the rate hearing in New York, was that the railways 
had depleted their revenues by giving rebates to shippers and 
being fined for it. A few years ago the Burlington gave certain 
rebates to the Illinois Steel Co., which is a member of the 
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Illinois Manufacturers’ Association. William Duff Haynie at 
that time was general counsel of the Illinois Steel Co. For 
giving those rebates the Burlington and two of its officers were 
fined an aggregate of $60,000. Did Mr. Haynie advise the IIli- 
nois Steel Co. to accept the rebates, or did it accept them con- 
trary to the advice of its counsel? And are these particular 
fines the ones the paying of which caused Mr. Haynie to deplore 
the reckless and unlawful way in which the railways have de- 
pleted their revenues? 

Critics of the railways may say that they are at fault for 
allowing such grossly unfair discriminations as we have men- 
tioned to exist. That is true. They ought to eliminate them 
from their tariffs. It is for the purpose of helping them to do 
so that the Railway Age Gazette is calling attention to them and 
intends to call attention to more of them in the future. 

Mr. Noyes also expressed doubt as to whether the Interna- 
tional Harvester Co. ever received any rebates, as charged by the 
Railway Age Gazette in the editorial in its issue of September 
23. The Illinois Manufacturers’ Association has talked so much 


from the railways amounting to $500,000 through the West Pull- 
man switch road, and over $3,000,000 through the Illinois North- 
ern switch road. 

Mr. Noyes having complained that the statements previously 
made in this paper regarding members of his association were 
generalities, we submit the foregoing facts as sufficiently specific. 





CHICAGO & NORTH WESTERN. 

HE Chicago and North Western for years has had a reputa- 

tion for highly efficient maintenance of its property, and 
especially of its equipment, through the expenditure of very eco- 
nomical sums. There is probably no other railway in the coun- 
try whose equipment is kept in as good repair at as moderate 
a cost as the North Western’s. Before the classification for 
operating expenses was prescribed by the Interstate Commerce 
Commission, the North Western, in one of its annual reports, 
showed exactly what was spent for equipment, maintenance 
proper and what additional sums were spent for betterment or 
replacement. Of course, since the form prescribed by the 
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Chicago & North Western. 


in the statements it has filed with the commission and issued for 
public consumption about rebating that we supposed its president 
knew all about the subject. Are the only people that he has any 
knowledge of ever having received rebates those who do not 
belong to his association? Is his knowledge of the affairs of 
concerns which do not belong to his association greater than his 
knowledge of those that do? Regarding rebates that have been 
received by the International Harvester Co., we beg to refer him 
to Interstate Commerce Commission Reports, Volume X, page 
385, where he will find an opinion of the commission written by 
Commissioner Charles A. Prouty, entitled, “In the Matter of 
Divisions of Joint Rates and Other Allowances to Terminal 
Railroads.” In this opinion he will find that the Interstate Com- 
merce Commission used the following language : 

“The International Harvester Co. owns the capital stock of the Illinois 
Northern and a controlling interest in the Chicago, West Pullman & South- 
ern, operating as terminal connecting roads in and about the city of Chicago 
between the plant of the harvester company and various other industries 
and connecting roads leading to the Missouri river and other sections of 
the country. Until recently the charge received for services by these roads 
was a switching charge amounting to from $1 to $3.50 per car for the 
Illinois Northern and $3 per car for the Chicago, West Pullman & South- 
ern. These lines now receive, in many instances, a division of the rate 
which on lines reaching the Missouri river is 20 per cent. This amounts 
on farm machinery to $12 per car of 20,000 Ibs., as against the former maxi- 
mum of $3.50 per car. A charge of $3.50 per car by the Illinois Northern 
and of $8 by the Chicago, West Pullman & Southern would be reasonable 
for these switching services, and charges for such services in excess of 
these sums amount to unlawful preference in favor of the International 
Harvester Co.” 

In a suit brought on July 11, 1905, by R. B. Swift, a former 
officer of the McCormick branch of the Harvester trust, it was 
shown that up to September 30, 1902, the trust received rebates 


commission has gone into effect, other railways have made this: 
same distinction, but the North Western was a pioneer in this. 
nice accounting. 

While the report meets the requirements of the Commission in 
giving details of expenses and betterment expenditures, it leaves. 
something to be desired in the matter of description of property, 
weight of rails in track, miles ballasted, etc, and gives only 
meager details of traffic and car and train mileage statistics. 


Last year the total operating revenue of the North Western 
amounted to $74,200,000, comparing with $65,980,000 in 1909. 
Operating expenses in 1910 amounted to $52,200,000, comparing 
with $43,200,000 in 1909. This entirely disproportionate in- 
crease in operating expenses left the company with a smaller 
net income in a year of heavy increases in traffic than it had 
in the previous year. Since maintenance expenses are the 
only ones that even the most fanciful of railway critics could 
possibly accuse a company of padding, it is of especial interest 
to study what has happened in the case of a road like the 
North Western. Last year maintenance of way cost $10,770,000, 
an increase of $2,350,000 over the previous year; maintenance of 
equipment cost $9,150,000 in 1910 and $7,850,000 in 1909. The 
following table shows the unit costs of maintenance: 


1910 1909. 
"Maintenance of way per Mile. .....ccccsevecesesece $1,065 $846 
Ss CR IED 5K 55 000446 bn 99.89 99'5 99860 2,300 1,929 
REPRISE POF PABPENBET COL... ..ccccscccccsceccececes 580 464 
Sr ON SRL TRIED: oo enc 565506 os ema pss neve coos 37 46 





*Per mile of first, second, third, etc., track, the cost of two miles of siding 
and switch tracks being taken as equal to the cost of maintenance of one 
mile of main track. 

¢This is for repairs only and does not include renewals, depreciation or 
superintendence charges. 


When the Atchison, Topeka & Santa Fe first began their 
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betterment work to reduce the cost of maintenance of equip- 
ment expenses, they took- as:.a standard or ideal the sums 
spent by the North Western per unit of equipment. The 
low costs of maintenance charges on the North Western has 
been due in the first place. to a wery efficient organization 
in the motive power and rolling stock departments. The low 
charge per locomotive is also probably due in part to the use 
of light. motive power. In 1910 the company put into service 
65 heavy locomotives for freight, but the higher cost per loco- 
motive of maintaining this heavy motive power could not have 
affected appreciably the unit costs in 1910, since the equipment 
was not put into service until the latter half of the fiscal year 
and, being new, did not need any extensive repairs. As a 
matter of fact, however, the very severe weather was the pri- 
mary cause for the heavy increase in maintenance of locomo- 
tives, and in part accounts for the higher cost of repairs to 
passenger train cars. There was one time during the year at 
which the congestion in the repair shops was severe, and this, 
together with the increased cost of labor, is sufficient to account 
for the much higher average cost of repairing locomotives. 
The lower cost of repairing freight train cars is presumably 
due to the fact that the company bought a large amount of 
equipment, especially freight equipment, in 1910, the total num- 
ber of freight cars bought during the year being 5,860, and 
these new cars, needing few, if any, repairs, brought down the 
average for each car in service. But even with the higher 
maintenance of equipment costs in 1910 than in 1909, these 
charges amounted to but 17.54 per cent. of total operating 
expenses, as compared with 18.17 per cent. for the preceding 
fiscal year. 

Transportation expenses in 1910 amounted to $29,677,354, or 
56.90 per cent. of total operating expenses. This compares 
with $24,700,000 in 1909. It will be seen that there is an in- 
crease of 20.31 per cent. in transportation expenses in 1910, as 
compared with 1909. Of the total transportation expenses, 61.54 
per cent. was for labor, 25.94 per cent. was for fuel for locomo- 
tives, and 12.52 per cent. was for supplies and miscellaneous 
items. If we may assume that the ratio of increase, due to an 
increase in rates of compensation, as compared with the in- 
crease in the number of employees, is about the same in the 
transportation department as the average for all operating ex- 
penses, about 14 per cent. of the increased cost of labor was 
due to higher wages per employee. The other heavy increase in 
transportation expenses, beside the cost of labor, was in the 
amount paid for fuel for locomotives. The increase in this one 
item totaled $1,700,000 and was due to severe weather conditions 
and to the suspension of mining operations in the coal fields of 
Illinois and Iowa during the strike. If these explanations are 
sufficient to absolve the company from any charge of padding 
its expense account, as far as maintenance of equipment and 
transportation expenses are concerned, there remains only main- 
tenance of way. 

In this department, again, the increased cost of labor figures 
to a large extent, but from a study of the details of the main- 
tenance of way accounts it is evident that severe weather con- 
ditions were responsible for the higher cost not directly charge- 
able to a higher grade of maintenance. For instance, removal 
of snow, sand and ice cost $706,719 in 1910, comparing with 
$222,989 in 1909. This is an increase of more than 200 per cent. 

Traffic statistics show a year of heavy business. Freight 
revenue amounted in 1910 to $49,536,839, an increase of 13.57 
per cent. over 1909. The tons of freight carried one mile totaled 
5,562,587,719 tons, an increase of 14.37 per cent. The average 
haul, however, was 141 miles in 1910, as against 148 miles in 
1909, and the average revenue per ton per mile was 8.9 mills in 
1910, as against 9 mills in 1909. The North Western does not 
publish statistics covering the proportion of the various classes 
of commodities carried, so that there is no way of telling how 
large a proportion of the total tonnage is furnished by low- 
grade commodities such as coal; but from the nature of the 
country through which the road runs, the proportion of low- 
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grade tonnage is probably not very high, so that an average 
of less than 9 mills per.ton per mile indicates a comparatively 
low freight rate on grain and such commodities. The average 
train load, which was 261 tons in 1910 and 260 tons in 1909, also 
indicates a comparatively small proportion of low-grade tonnage. 

Passenger revenues last year amounted to $18,431,017, an in- 
crease of 9.22 per cent. over 1909. The passengers carried one 
mile totaled 1,012,742,855, an increase of 8.64 per cent., the 
average distance each passenger traveled being 35.29 miles in 
1910 and 34.59 miles in 1909. The average rate per passenger 
per mile was 1.82 cents in 1910 and 1.81 cents in 1909. 

During the year the company sold to stockholders $30,502,800 
additional common stock. No bonds were sold during the year. 
The total capital stock outstanding on June 30, 1910, amounted 
to $154,854,486, of which the company had in its treasury $2,- 
337,877. The charges for construction during the year amounted 
to $30,394,422, which includes $11,032,992 spent in previous years 
on the new Chicago passenger terminal and carried as an item 
in suspense, and $5,951,408 spent for additional equipment. 

The balance sheet has been so rearranged, to conform with 
the requirements of the Interstate Commerce Commission that 
it is not comparable with the balance sheet of 1909, but it shows 
the company in a very strong position as regards working assets. 
These assets amounted to $66,773,573, of which $18,503,988 was 
cash. Working liabilities amounted to $13,048,377, there being 
no floating debt. 

Under Railway Construction News, elsewhere in this issue, 
are given the principal improvements and new construction that 
the company has undertaken and completed during the year. 

The following table shows the results of operation in 1910 
and 1909: 


1910 1909. 
SR FOI UNE ao 0 otis Wee wate wee wale 7,629 7,638 
PUIG) SONONUS 94 ui cos n eeddeewereeceeens $49,536,839 $43,619,091 
ee ee Cee ee 18,431,017 16,875,668 
Total Operating TEVEMUSS 6.65 ka cccccececesce 74,175,685 65,978,471 
PERE ENANOE GE WEG 66... ccniediasis dois entices 10,774,338 8,422,265 
Maintenance of equipment............eee 9,149,217 7,845,969 
MEN ou) aco ee ard caticaain hace oiewyeie meas 1,257,756 1,127,864 
RIOUUNNIOND 5 5. dia.< eescwresanevceeeee cues 29,677,354 24,666,863 
Total operating Expenses... c.cccccccccseecs 52,153,619 43,191,239 
NMS Gacaici ey aa fare lara ne Wale eres’ < Dalsine anew Aciaia-ered 2,979,513 2,714,632 
Oe A rn a Pare are 18,985,612 20,056,693 
GOSS COPPOTAte INCOME. 00.066 cccececcccecce 21,525,371 22,610,755 
INGE COPDOTALS INCOMG Ss i: 6.65.0.50 cence we ccusas 12,298,497 18,935,294 
PUMCINIE Uo ctace sto crancdinsiane e%:c eeewlnwaae wey 9,832,038 8,764,508 
PHONE vaicieaiecwicinus colteewneccwemateeea 2,466,459 5,170,791 





CHESAPEAKE & OHIO. 

“a> a trunk line between the Atlantic seaboard and Chicago, 

the Chesapeake & Ohio has taken a distinct step for- 
ward. The distance from tidewater, at Newport News, to Chi- 
cago, via Chesapeake & Ohio lines, is 940 miles, comparing 
favorably with the length of lines of other systems from tide- 
water, at New York, to Chicago, ranging from 906 miles to 
998.” This is a rather modest statement made by the manage- 
ment of the development and extension of the Chesapeake & 
Ohio during the past year. Not only has the C. & O. got its 
own line from Cincinnati to Chicago through the purchase of 
the Chicago, Cincinnati & Louisville, but it has also acquired 
a line from Gauley Bridge, W. Va., and Charleston to the Great 
Lakes, through the purchase of a majority of the stock of the 
Hocking Valley and a part interest in the stock of the Kanawha 
& Michigan, thus gaining two lines north of the Ohio river. 
The C. & O., as one of the most important of the soft coal 
roads, has been a conservatively and well-managed road, whose 
policies up to the time that control of this property was bought 
by the present management in January, 1909, were directed in 
the interest of the Pennsylvania Railroad. The Pennsylvania, 
because of public feeling against the control of a road by its 
competitor, had thought it advisable to sell its interest in the 
Chesapeake & Ohio to Kuhn, Loeb & Co., who held the property 
until they could find a suitable purchaser. When the present 
management took the property they had just completed the sale 
of the Colorado & Southern to the Chicago, Burlington & 
Quincy. In the C. & O. they found a property that had been 
well maintained, that was earning a considerable margin over 
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the 1 per cent. dividends that were being paid, and that had a 
high credit—a property that had been storing energy. The 
theory, probably, on which they made their investment was that 
here was a trunk line, the possibilities of which as a through 
line, and especially as a through line from tidewater to Chicago, 
had never been developed. 

There was undoubtedly opposition to the Chesapeake & Ohio’s 
entrance into the territory north of the Ohio river. At the time 
the Baltimore & Ohio bought control of the Cincinnati, Hamil- 
ton & Dayton it probably would have been glad to have bought 
the Hocking Valley instead of the C. H. & D., but was unable 
to do so. Control of the Hocking Valley at that time was 
held jointly by five roads, the Pennsylvania, through the Pan- 
handle, owning two-sixths, and the Baltimore & Ohio, the 
Chesapeake & Ohio, the Lake Shore & Michigan Southern and 
the Erie each owning one-sixth. The Lake Shore’s opposition 
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of the tonnage of coal that the C. H. & D. is receiving from 
the C. & O., and even after the improvements now planned 
are carried out the C. & O. will have a surplus of coal to turn. 
over to other lines besides the H. V. 

Before examining the new properties bought by the Chesa- 
peake & Ohio, it is well to analyze the showing made by the 
C. & O. itself in the fiscal year ended June 30, 1910. The com- 
pany earned 10 per cent. on its outstanding stock after the 
payment of interest on the funded debt. It is now paying divi- 
dends at the rate of 5 per cent. Gross operating revenue 
amounted last year to $31,237,169. This is an increase of 
$4,600,000 over 1909 and an increase of 133 per cent. over the 
gross operating revenue of 1900. Operating expenses last year 
amounted to $18,936,699, an increase of $2,569,861 over expenses. 
of 1909. Net operating income after the payment of taxes was- 
$11,426,726, an increase over the previous year of 21 per cent. ; 
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The Kanawha & Michigan is shown by a crosshatched line. 


to the C. & O.’s taking the Hocking Valley was lessened by the 
fact that the Lake Shore acquired the Toledo & Ohio Central 
and a part interest in the Kanawha & Michigan. There are 
therefore two competing lines running north from the Ohio 
river, one controlled by the C. & O., cofisisting of the Hocking 
and the K. & M., and the other controlled by the Lake Shore 
and formed by the T. & O. C. and the K. & M. It may inci- 
dentally be mentioned that the K. & M. may build a bridge 
across the river at Deepwater and make a connection with the 
Virginian at the instance of either the C. & O. or the Lake 
Shore. 

The Chesapeake & Ohio at present turns over a large volume 
of its westbound coal traffic, amounting last year to between 
one and two million tons, to the C., H. & D., to be carried to 
the Great Lakes. By the purchase of the Hocking Valley the 
C. & O. will be able to ship coal over that line to Toledo. 

The Kanawha & Michigan itself has valuable coal lands tribu- 
tary to its lines, and it may be assumed that its coal traffic to 
the Lakes will be divided between the Hocking Valley and the 
Toledo & Ohio Central. At present the Hocking Valley’s facili- 
ties for handling coal at Toledo are not adequate to take care 


Chesapeake & Ohio System. 


The line from Cincinnati to Chicago is the new Chicago Line and the line from Pt. Pleasant- 
to Toledo is the Hocking Valley. 


net corporate income after the payment of interest amounted to- 
$6,290,486, an increase in 1909 of 57 per cent. The increase in 
expenses was just about equally divided between maintenance 
and transportation. 

The following table shows the unit costs of maintenance: 


1910. 1909. 
SPAGINILCMANICE OF WAY DET WMC. «<< 6.000005 s000s0 0000 $1,215 $1,154 
See EE CR OOIEU as 544558 pio ss Se 945956500555 2,339 2,113 
SIC ORE UGRNES IONE. i ic'5.50A 05 so s0's 4'06 95% 54590 793 819 
NED OE ORT ons iiss sues b 5946555505544 68 63 





*Per mile of first, second, third, etc., track, the cost of two miles of siding 
and switch tracks being taken as equal to the cost of maintenance of one 
mile of main track. 


This is for repairs only and does not include renewals, depreciation or -. 


superintendence charges, 


Sixty-six per cent. of the total revenue tonnage carried by 
the C. & O. is furnished by bituminous coal. Last year the com- 
pany carried 22,982,229 tons of freight, of which 15,000,000 tons 
was bituminous coal. The ton mileage last year totaled 6,123,- 
134,875, an increase of 20 per cent. over the ton mileage of 1909. 
This increase of 20 per cent. in ton mileage was handled with an 
increase of but 17 per cent. in operating expenses and an in- 
crease of 16 per cent. in transportation expenses. 

The average revenue per ton per mile of all freight on the- 
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C. & O. is low. In 1910 it was 4.07 mills and in 1909 4.1 mills. 
The average revenue per ton of coal was 3.16 mills in 1910, 
which is slightly less than in 1909; and the average revenue per 
ton of freight other than coal was 6.5 mills in 1910, which is 
also a decrease from the average revenue of 1909. To handle 
profitably such a large percentage of low-grade tonnage at such 
a low-ton mileage rate, a line must have grades and equipment 
that will make possible a low operating ratio. Last year the 
operating ratio of the Chesapeake & Ohio was 60.6 per cent. 
This compares with 61.5 per cent. in 1909, and in this connection 
it is interesting to note that the average revenue train load in 
1910 was 701 tons, comparing with 675 tons in 1909. This is a 
very heavy train load indeed and could only be handled over a 
road on which the grades were low and the roadbed and equip- 
ment fully up to modern standard practice. The Chesapeake & 
Ohio standard rail is a 100-lb. section. Its roadbed is well bal- 
lasted and it has a maximum grade of 30 ft. to the mile opposing 
eastbound traffic. The maximum grade opposing westbound traf- 
fic is 60 ft. to the mile, but from the situation of the coal fields 
on the C. & O. it is possible to haul coal westbound over a line 
with much lower grades than the maximum grades mentioned 
would indicate. The coal fields tributary to the C. & O. lie in 
the New River and Kanawha regions. Of the 15,000,000 tons 
carried last year it is probably safe to say that about 5,000,000 
tons moved east and the remaining 10,000,000 moved west. The 
tonnage moving west largely originated in the Kanawha district 
and had a maximum grade of only 30 ft. against it, and that a 
single grade for but a few miles. The coal tonnage moving east 
over the James River division originated in the New River re- 
gion; it is hauled over the one 30-ft. grade opposing eastbound 
traffic, and after this for almost the entire remaining distance 
to tidewater it seems from the profile that the coal can almost 
be carried by gravity. There are short branch lines running up 
into the coal mining region, and all of these lines, like ribs, 
slant down to the spine, represented by the main line of the 
C.& O. 

On the completion of the second track, now under construc- 
tion, the C. & O. will have two lines of track from Newport 
News, at tidewater, to Cincinnati, with the exception of nine 
miles in West Virginia and 48 miles in Kentucky, and the man- 
agement figures that, if the present volume of traffic continues, 
it will be necessary to double-track the remaining 48 miles in 
Kentucky during the ensuing calendar year. Plans, surveys and 
estimates have been made for doing all of this double-track 
work, which will necessitate changing three tunnels which are 
now single-track to double-track. In the past few years a great 
deal of money has been spent on this second-track work. During 
1910 37 miles of second track were completed, and since the 
close of the fiscal year 10 additional miles have been put in 
operation. 

Last year the earnings of the Chesapeake & Ohio and its traffic 
returns did not show any of the advantages that may be ex- 
pected to accrue to the road through its ownership of the shortest 
line between ‘Cincinnati and Chicago and its ownership of a very 
important north and south line connecting the C. & O. main line 
with the Great Lakes. It will be of interest to see what the 
cost of the new properties has been to the C. & O. and what are 
the possibilities of developing these properties. The annual re- 
port of the C. & O. does not give any information about the 
physical condition or earning capacities of either its new Chicago 
Line or its Kanawha & Michigan-Hocking Valley Line to the 
Great Lakes, the latter two companies issuing their own reports. 

The Chicago Line was in the hands of a receiver until June, 
1910, and was bought by the Chesapeake & Ohio of Indiana under 
foreclosure sale. This is a subsidiary company, which has 
issued its securities to the C. & O. in exchange for advances 
made to it by the parent company. The Chicago Line is single 
track and, as we have said, the shortest route between Cincinnati 
and Chicago. Its entrance into Chicago is at present over Illinois 
Central tracks, which entrance, while having a number of ad- 
vantages, is comparatively expensive, it is understood. The com- 
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pany can gain an entrance into Chicago, however, over the- 
Chicago & Alton and the Lake Shore & Michigan Southern. 
tracks at what would probably be more satisfactory arrange- 
ments than those that it now has with the Illinois Central. The 
Chicago Line, which is 85 per cent. tangent, is laid with 70-lb.. 


rails and is in fair shape. Its grades are low, with the single 
exception of the grade out of Cincinnati for a few miles. Tenta- 
tive plans are being considered for building a large yard at the 
top of this hill out of Cincinnati, and, since trains would in all 
probability have to be broken up in crossing Cincinnati from 
the C. & O. line to its Chicago Line, it seems likely that it will 
be found economical to handle traffic in light train loads up this. 
grade and have through trains made up for Chicago in the yards 
at the top of the hill. To bring the line up to Chesapeake & 
Ohio standards eventually it will be necessary to relay the road’ 
with 90 or 100-Ib. rails. A certain amount of ballasting will also. 
be necessary. 

The Hocking Valley is at present in much better physical 
shape than the Chicago Line, but it will be required to meet 
rather more exacting conditions and to be capable of handling 
traffic on a lower operating ratio than will the Chicago Line, be- 
cause its tonnage will be more largely coal and ore. Stockholders 
of the Hocking Valley have been asked to increase the capital 
stock from $11,000,000 to $26,000,000; since the stock is quoted 
at above par, the ten to fifteen million dollars that the sale of 
this additional stock should bring will provide the company with 
funds for all the additional facilities needed in the near future- 
for handling increased traffic. Its great advantage to the C. & O. 
lies not only in affording the company an outlet for its coal to: 
the Great Lakes, but also in the opportunity that will be afforded 
for developing a movement of ores from the Great Lakes south 
into the Guyandot Valley. The region around Huntington, W. 
Va., is rich in possibilities of development as an iron manufac- 
turing center, and the advantages of the establishment of new 
iron furnaces and iron and steel manufacturing plants along the- 
lines of the C. & O. are obvious. 

As to the cost of these two lines, the annual report of the 
C. & O. gives full information. To finance the purchase and to 
pay for the improvements, costing, in 1910, $3,509,377, that the 
company is making on its own lines, the C. & O. sold $31,000,000: 
convertible 442 per cent. bonds during the year, on which the 
interest charges will amount to about $1,400,000 a year. Last 
year the company paid about $231,500 interest on these bonds. 
If we add the difference, $1,168,500, to the total amount that the 
company was paying last year in interest and its funded debt, we 
find that the C. & O. earned pretty nearly double its 1911 interest 
requirements in 1910. As a result of the acquisition of the two 
new lines, the C. & O. has in its treasury among its unpledged 
assets securities with a market value of, roughly, $20,000,000,. 
taking the $8,000,000 that the company has already advanced to 
its Indiana subsidiary for the Chicago Line at par, and figuring 
the Hocking Valley stock at 125 and the Kanawha & Michigan 
at 75. These free securities could, of course, be used as collateral: 
to secure an issue of collateral trust notes or bonds. The com- 
pany is not, however, in any immediate need of further financing. 

Moreover, the balance sheet of the C. & O. for June 30, 1910,. 
which, it may be mentioned, is an unusually simple and intelligible 
exhibit, shows the company in a strong position as regards 
working assets. The total working assets, exclusive of materials. 
and supplies, are carried at $12,207,967, of which $7,740,333 is 
cash. Total working liabilities amounted to $7,678,055, of which 
$2,170,000 is loans and bills payable, against which the company 
has pledged equipment notes of equal amount. The only funded. 
debt maturing in 1911 is $2,000,000 first mortgage Peninsular di- 
vision 6 per cent. bonds. In addition, the company has guaran- 
teed a note of the Hocking Valley Railway for $2,500,000. 

As has been said, the Chesapeake & Ohio was paying 1 per 
cent. dividends on its common stock when the present manage- 
ment took hold of it. In 1909 this dividend was raised to 4 
per cent., and in the last quarter of the fiscal year 1910 the 
directors put the stock on a 5 per cent. annual basis. On the 





showing made in 1910 this action seems fully justified; more- 
over, it follows logically from the policy that had been pursued 
ever since the reorganiaztion of the company in 1890. In the 
20 years since that time net income, after deducting operating 
and interest charges, amounted to $35,234,044, while the amount 
paid in dividends during the same period, including the dividend 
paid in 1910, totaled $9,485,117. The stock, therefore, has been 
earning an equity of about $3 to every $1 paid in dividends, and 
it is logical that this equity should in time accrue to the benefit 
of the stock. 

The following table shows the operations of the Chesapeake & 
Ohio proper, excluding the newly acquired lines in 1910, com- 
pared with 1909: 


1910. 1909. 
Average mileage operated..........eeeee08- 1,937 1,897 
Freight revenue ........ccceeeeecececes $24,901,200 $20,885,511 
Passenger revenue ......eceeeeecceecees 5,002,205 4,482,004 
Total operating revenue.........-.eeeeeeee 31,237,169 26,630,718 
Maintenance of way........scccccscceee 8,391,032 3,101,151 
Maintenance of equipment...........++- 5,858,843 4,988,933 
WER NLS, cont Lis cauaceeecssihe 535,208 466,042 
Transportation .........sccccsescscteces 8,509,434 7,328,683 
Total operating expenses..........-.+-ee2 eee 18,936,699 16,366,838 
PEE cca cksai asks yes 6h 550 2k TON DSRS EEE OS 873,744 801,600 
Net operating imcome..........eeeeeeeeeee 11,426,726 9,462,280 
Gross corporate inCOMe......--++eeeeeeeees 12,588,091 10,171,143 
Net corporate income..... ee er ee rr 6,290,486 4,012,127 
SOMES. a x 5.0 0:00 sn 0 0.600505 006 00n 000 0606s 2,668,618 1,255,814 
SUMS... nc encsccnecccesseccceseesesnss 3,621,869 2,756,313 





NEW BOOKS. 


Third edition. By Strickland L. 
John Wiley & Sons, 





Practice and Theory of the Injector. 
Kneass, C.E. 171 pages; 6 in. x 9 in.;-cloth. 
New York. Price, $1.50. 


Due to the changes in the design of locomotives since the publi- 
cation of the second edition of this book, changes which have 
reacted on the method of feeding boilers and consequently on 
injector design, the present revision became necessary. Many 
of the heavy articulated types have no available space within 
the cab for an injector of the required capacity, and the trend 
is again toward the non-lifting form. Motive power officers 
are recognizing the advantages of utilizing waste products for 
heating the feed water or purifying it of scale bearing salts, 
and are giving more attention to the details of the boiler feed- 
ing accessories, which make for economy of operation as well 
as for the safety of both the passenger and employee. In the 
alterations and in the additional chapter of this third edition, 
special reference is made to modern accepted practice. It has 
been the object of the author to present solutions of some of 
the most interesting problems, with illustrations drawn from 
practical tests, and to describe in detail the functions of dif- 
ferent parts of the injector. 





Strikes.—When to strike, how to strike. By Oscar T. Crosby. New York. 
G. P. Putnam’s Sons, 1910. 202 pages, 734 in. x 5% in., price $1.25 
net. 


This little book should be read by every man who belongs to a 
labor union and by any person who is at all uncertain as to his 
views about the theory and philosophy of strikes. It is in large 
print—only about 200 words to the page—and therefore is easy to 
read, and the author writes both clearly and forcibly. The first 
half of the book is, or seems to be, almost wholly theory, though 
there is plenty of fact and illustration, and the style never tires 
the reader. On the moral side the author sets forth just what 
is and what is not to be found in the strike as it usually mani- 
fests itself; but, on the legal side, he gives up the profitless task 
of trying to set forth what is or is not legal—which would re- 
quire 46 answers for the 46 states—and discusses what ought to 
be legal. In the latter part of the book Mr. Crosby deals more 
directly with actual conditions in the industrial world. He sees 
very clearly and accurately and presents his whole subject with 
ideal impartiality. He points out that the real competition is not 
between capital and labor, but between workers and workers; 
that is to say, the rank and file of employees strike not against 
the impersonal thing known as capital but against the managers, 
who are really workers. The most instructive chapter in the 
book, and the longest, is the ninth: “Who Will Furnish Higher 
Wages?” This will well repay a second reading by any work- 
man who thinks that he can compel an employer to pay high 
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wages when the business will not warrant an increased expendi- 
ture. The only way to secure the production of a larger fund 
from which wages can be paid is to co-operate with the manager 
or employer in more efficient production. While avoiding the ex- 
pression of opinion, devoting himself mainly to a discussion of 
principles, the author declares himself in favor of the short day, 
eight hours or less, for workers in all irksome, indoor, treadmill 
and uninteresting occupations, and of the piecework principle 
for increasing efficiency. He holds that arbitration cannot be a 
universal cure for labor troubles, and that the sympathetic strike 
does not pay, and the boycott and picket are looked upon favor- 
ably, at least in principle. The publishers are so anxious to 
please their British readers that they use British spelling to the 
extent of introducing “waggons,” “organise” and “tram-car,” as 
well as “honour” and “endeavour.” Next we know they will be 
labouring to legalise the introduction of British shedules in all 
of our print-shop work. Thus the complacent Englishman will 
grow more complacent, whilst the poor Yankee, though desirous 
of sticking to houme coustoms, must worry along as best he can. 





Everyday Freight Rules and Tariff Manual. Compiled and issued by 
Charles E, Bell (chief clerk, General Freight Department, Southern 
Railway). 81 pages; 11 in. x 8 in. Price, $1. 


The object of this book of freight rules is to show in a compre- 
hensive manner the practice of railways in the arrangement of 
tariffs. It includes the rulings and interpretations of rulings 
made by the Interstate Commerce Commission on the matter of 
arrangement of tariffs and in regard to the form and substance 
of these tariffs. The subject is a particularly intricate one and 
is given especial interest at present by the provision of the Mann- 
uiine Fegan to the act to regulate commerce. By one sec- 
» of ilis amen “t carriers are made liable for mistakes of 
their agents in seiaila rates, and penalties are fixed for mis- 
takes. It becomes, therefore, more than ever necessary for 
agents to be thoroughly familiar with the construction of tariffs 
and to be able to correctly quote a rate. While it is not any 
more important now than it was previously for shippers to be 
able to make their own investigations as to rates, this subject is 
of so great importance that any attempt to make the investiga- 
tion of tariffs more easy for shippers is to be heartily welcomed. 
The Everyday Freight Rules has two primary uses. In the 
first place, it should serve as a text book, from the study of which 
a railway agent or shipper should be able to learn how to use 
railway tariffs. This object the book under review serves very 
well indeed. The subject is treated as simply as such a compli- 
cated subject very well can be. The book contains numerous 
illustrations of the use of tariffs, and in these examples gives 
full explanations. Any student who is making a careful study of 
the use of railway tariffs can easily provide himself with a num- 
hr of tariffs as published by the railways and practise looking 
up rates with the eile of the rules and examples laid down in 
the Everyday Freight Rules. 


The other object of the book, and the one for which it will 
probably be used most by railway agents, is to furnish an indexed 
compendium of the interpretation and rulings of the Interstate 
Commerce Commission in regard to what may be lawfully in- 
cluded in a tariff. The Everyday «reight Rules is divided pri- 
marily into (1) an index, (2) a set of definitions of terms, (3) 
a set of rules and Interstate Commerce Commission rulings in 
regard to routing, transit privileges, changes in rates, filing 
tariffs, etc., and (4) a set of typical tariffs, together with ex- 
amples of their use. The first requisite of such a book should be 
an exhaustive index. In this respect the Everyday Freight Rules 
leaves something to be desired. If one has made a careful study 
of the book, and is already familiar with the use of tariffs, the 
index given should be ample; but from the point of view of a 
shipper or agent whose experience has not been great and who 
has not previously made a study of the book as a whole it would 
have been desirable to have made a more complete index to the 
subject matter. For instance, “private sidetrack” is given in the 
definition of terms, and reference is made to a conference ruling 
defining a private sidetrack; but under the general index there 
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is no heading “private sidetrack.” We do not mean to imply that 
an intelligent investigator cannot find what he is looking for in 
the book, but it would seem that some advantage would have 
been gained, especially for the unintelligent investigator—and 
such are not lacking either among shippers or railway agents—if 
the general index had been made so complete that a knowledge 
of the arrangement of the rest of the book would not have been 
necessary. This defect is not of vital importance, however, be- 
cause the book is not so large or so ponderous that oneone who 
wants to use it ought not to be willing to make a study of its 
arrangement before undertaking to look for information on a 
specific subject. 

The book fills an actual need of both shippers and - railway 
agents, in that it brings together in a handy form the rules that 
have been made by the Interstate Commerce Commission in regard 
to freight shipments and rates. The Interstate Commerce Com- 
mission’s own publications are so voluminous, and the most im- 
portant ones deal with freight and with passenger tariffs, and 
often with a number of other subjects that do not come directly 
under either of these heads, that a segregation of rules applying 
only directly to freight is well worth while. 


Letters to the Lditor. 


COURTESY TO FELLOW EMPLOYEES. 











Van Buren, Ark., Sept. 2, 1910. 
To THE Epitor oF THE RAILWAY AGE GAZETTE: 

From a considerable number of articles appearing in the 
Gazette bearing on courtesy, I judge that it is the idea of some 
that courtesy is not being taught, railway employees. On this 
railway regular monthly class meetings are held, in which train 
and engine men are instructed on courtesy, rules and other 
things that are of benefit to employees and the company. The 
letter of W. L. Park, which I believe you printed, has been 
copied and distributed here. 

I believe that courtesy is being taught railway employees quite 
generally, and employees are being disciplined for not being 
courteous and polite. Good results will be had from the pub- 
licity given this important feature of railway operation by the 
Gazette. R. F. CARR, 
Trainmaster. 

EXTRACTS FROM CIRCULAR RECEIVED FROM MR. CARR. 

The patrons of the company have no way of knowing but 
that a discourteous employee is carrying out the policy of the 
road; it therefore behooves every one to be very careful at 
all tines and guard against incivility to any one, whether patron, 
citizen or fellow employee. If citizens, they are likely to be 
patrons, and by your very acts you may determine to what 
extent they shall become patrons. You should be courteous 
and polite to fellow employees in order to get the habit. Cour- 
tesy is the most essential feature of the operation of a rail- 
road; it outranks service. If courtesy and service were equal 
and the standard of either for any reason had to be lowered, 
I would by all means say lower the service, and, if possible, 
raise courtesy in proportion. 

On a certain well-managed road a passenger said: “Why, 
when they are asked a favor that they can’t grant, they decline 
in such a way that leaves the impression that they regret their 
inability to comply with your request. * * * It is true it 
takes a little longer to get a car over the road than over the 
X. & Y., but when you make inquiry about your freight you 
always find a willing employee that is anxious to tell you all 
about it and explain why it is late in arriving. Then, again, 
when you have occasion to file a claim for freight that is dam- 
aged or short, which is seldom the case, the agent does not look 
at you as though you were a thief trying to rob the company, 
nor does he require you to answer a dozen foolish questions as 
though he were fishing for a loophole through which to evade 
the claim. * * * 

This road was one not financially or physically as well 
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equipped as the X. & Y., but what they lacked in being able 
was more than made up for by the employees, who had learned 
the value of courtesy. Such conversations as this can be heard 
at any time around hotels and on trains. 


THE CAR DEMURRAGE BUREAUS. 
New York, Chicago & St. Louis Railroad Co., | 
Cleveland, Ohio. Sept. 15, 1910. § 





To THE Eviror oF THE RatLway AGE GazeErTE: 

The essay on “The Car Demurrage Bureaus,” in your issue 
of September 9, if written some fifteen years ago, would have 
been received as “current literature,’ but in this era, when the 
tendency is away from permitting some one else to do for you 
what you can and should do better yourself, the arguments in 
favor of maintaining superfluous bureaus are a wasted literary 
effort. 

The conditions now surrounding the handling of car equip- 
ment, its loading, movement and unloading, compared with those 
of the period when the old car service associations were organ- 
ized, are, as we all know, entirely different. There is no need 
for lengthy analysis of the dissimilarity. We all recognize the 
value of co-operation and uniformity of practice along certain 
lines in railway administration. By a slow process of evolu- 
tion, the underlying principies of car demurrage have now taken 
exact form, and instead of the disjointed and dissimilar codes 
of rules and regulations in effect in different territories we have 
an exact and uniform practice, sanctioned by federal approval, 
and_issued as a legal code of rules and charges in the form of 
a tariff. 

During the years in which the car service associations were 
in a formative state, their main province was to induce their 
members to play fair, and the managers were umpires, as well 
between the railways and the shippers as between the companies 
themselves. Gradually there came into existence a class of de- 
murrage experts; campaigns of education were successfully con- 
ducted to enlighten the shipper and educate him to co-operate 
with the railways, and the varied “interests,” great and small, 
were finally brought to see that the true policy was to co- 
operate and thereby help themselves while helping the railways. 
Great latitude, however, was assumed by car demurrage experts 
in interpreting and applying the rules in certain territories, and 
the tendency toward preferential treatment of certain large 
owners of cars, who were also large consumers of raw material, 
had to be curbed. Car service collections, as a source of reve- 
nue, were frowned on. Managers of car service associations 
were mainly concerned in securing release of cars, a duty nat- 
urally falling on the railway owning or handling them, but often 
neglected. 

The evolutionary progress finally reached a period when gov- 
ernmental regulation took a hand in the interpretation and appli- 
cation of the principles surrounding the problems. The shipper 
as well as the railway has come to recognize the futility of 
evasion of responsibility for an exact compliance. The rules 
are of uniform application, and it only remains for the railway 
cempany to enforce them honestly. 

The comments of the author of the article referred to on 
the continued need of supervision by a corps of inspectors to 
spy out derelictions of the companies in evading the law are a 
direct indictment of the good faith of those railway officers 
who long ago reached the conclusion, verified now by their own 
experience and the significant action of a large number of others, 
that an efficient and harmonious enforcement of car demurrage 
regulations can be secured without the intervention of the ma- 
chinery of a demurrage bureau. 

The writer “led off” in the abandonment of this form of 
adjunct in enforcing car service rules, and he has no reason 
to change his opinion that car demurrage bureaus are an en- 
tirely superflous appendage to a well ordered railway car record 


department. A, W. JOHNSTON, 
General Manager. 
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AMERICAN INGOT IRON—ITS DEVELOPMENT AND 
PRODUCTION.* 


BY GEORGE L. FOWLER, 
Associate Editor, Railway Age Gazette. 

In the Daily Railway Age Gazette of March 16, 1910, there ap- 
peared a short description of the general characteristics of Amer- 
ican ingot iron. The material is, however, so interesting and 
valuable, both from a metallurgical and from a commercial 
standpoint, that it deserves more than this passing notice, for it 
furnishes the strongest support we have yet had on a large scale 
of the soundness of that somewhat complicated hypothesis—the 
electrolytic theory of corrosion. 

DEVELOPMENT OF THE PROCESS. 

In 1905 the Department of Agriculture published a bulletin 
by Allerton S. Cushman on the corrosion and durability of fence 
wire. He drew the conclusion that the presence of manganese 
in the metal was responsible for the premature rusting, because, 
so far as he had carried his investigations at the time, he had 
found that the rapidity of the corrosion increased with the 
amount of contained manganese. Meantime the American Roll- 
ing Mill Co., Middletown, Ohio, had been at work in an attempt 
to cut down the manganese in its low carbon steel, and had pro- 
ceeded somewhat on the principle that has been attempted in 
the reformation of drunkards: the gradual reduction of the daily 
potion. The company had commenced by reducing the amount 
of manganese thrown into the ladle of its open hearth product, 
and gradually cutting it down until none was put in at all. The 
manganese, as is well known, is used, in ordinary steel work, as 
a deoxidizing agent, and to counteract the effects of the high 
sulphur that commonly obtains. The reason is that the sulphur 
has a stronger affinity for the manganese than it has for the iron, 
forming a grey sulphide of manganese that appears in small 
scattered particles, which, some authorities maintain, has no det- 
rimental effect on the metal, whereas the black sulphide of iron 
tends to segregate and form patches of some magnitude and 
thus weaken the metal. In addition to this, it (the black sul- 
phide of iron) is more soluble in the molten iron than the sul- 
phide of manganese, so that the latter is more likely to separate 
and not be included in the cold metal. But the experience of 
the American Rolling Mill Co. proved this addition of mangan- 
ese to be unnecessary. After the use of manganese in the ladle 
had been entirely done away with, the process was continued by 
going to the furnace itself and reducing the amount put in 
the bath. By gradual reductions here, the use of manganese 
in the furnace was also eliminated. 

By this method, then, the manganese content of the metal (it 
was a very mild steel) had been cut down from .35 to .30 per 
cent., and thence by small changes of .05 per cent. or less, until it 
had been reduced to .15 per cent. A prominent scientist recom- 
mended that a metal be made containing .10 per cent. man- 
ganese or less. The specification was a pretty stiff one, but 
the prize was worth the struggle and the work was started 
at once with that .10 per cent. as the goal. By a careful selec- 
tion of stock, using pig and scrap as low in manganese as could 
be obtained and extending the time of heating, the percentage 
was gradually reduced until the limit imposed by the specifica- 
tion was reached. 

3ut if a .10 per cent. manganese content gave better rust-re- 
sisting qualities than .15 per cent., it necessarily followed that a 
further reduction would improve the product still more. Then 
followed a long series of experimental heats for the reduction 
of the manganese and carbon. When the manganese had been 
cut down to .06 per cent. the carbon stood at from .03 to .04 


per cent., and the average analysis of the metal produced was 
about as follows: : 
Pn aos. seach san har saee eee ane es .05 to .08 per cent. 
EL Coe a heehee bes eee S .06 “ .08 £4 
OO er ee er re .019** .026 “ 
ee ee, OPT eT ere Tree Trace “ 003 “ 


It will be seen from this that little or no attention had been 
paid to the last two impurities, and it was not until the point 
indicated by the above analysis was reached that the thought 
came up of attempting a cut in these impurities as well as to 
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obtain a further reduction of the carbon and manganese. As it 
stood, a metal was produced that was about 99.85 per cent. pure, 
and a further elimination of impurities meant an output that 
would approach very closely to a pure ferrite. 

There were two strong commercial incentives toward attaining 
this result. The electrolytic theory of corrosion had been 
promulgated a few years before, and, as evidence was accumu- 
lated, it pointed more and more directly toward the probable 
soundness of the hypothesis. And as this theory indicated the 
probable great resistance to corrosion of a pure and homogene- 
ous metal, that is to say, of a ferrite of uniform density, it was 
evident that the commercial possibilities of such a material were 
very great. 

The second incentive was the growing demand for a pure iron 
for use in the construction of the cores of electrical machinery. 
A metal that had high magnetic permeability and which would 
not take on a permanent magnetization was wanted. 

The attainment of both of these results was promised if the 
metal, pure as it was, could be still further improved. So a pro- 
gram was mapped out by which all of the impurities were to be 
cut down to a minimum. The method pursued was to first cut 
out the addition of the usual .030 or .040 per cent. of phosphorus 
that was considered necessary in order to have the metal pour 
readily and roll well. The phosphorus already in the metal, as 
well as the excess sulphur, was eliminated by the addition of a 
carefully selected and very pure limestone, that formed com- 
binations with calcium, which passed off in the slag. That 
this work might be carried to the utmost limit great im- 
portance is attached to the quality of the limestone, which is se- 
lected with the greatest care, and is of an average analysis that 
will be given later. 

The silicon, of course, disappeared at an early stage of the 
purification, and was entirely gone, as we have seen, in the iron 
produced when the manganese stood at from .06 to .08 per cent. 
with the carbon a point or two lower. In fact, under working 
conditions, the silicon is about all gone by the time the charge is 
melted. This is followed by the phosphorus, then the carbon 
and manganese; the phosphorus disappearing at a fairly low 
temperature. 

PRESENT PRACTICE. 

At the end of the effort a general specification was issued, and 
the mill is held rigidly to it, that the total impurities shall not 
exceed .06 per cent. a point away below what was de- 
clared two years previously that, for manganese alone, would 
have given the best non-corrosive metal in existence. 

That this specification is met and lived up to at the furnaces is 
shown by a reference to the records of the heats. An analysis 
is, of course, made of each heat, and recorded. That record was 
turned over without reservation, for the investigation upon which 
this article is based, and heat after heat would run from .055 to 
.058 per cent. of total impurities. Once in a great while it would 
rise to .061 per cent., but this was so rare as to be out of the 
running. Two analyses, taken at random, are given as repre- 
sentative of hundreds in the record. They are: 


BINGE: ccs san esses oo%e>s .025 per cent. .023 per cent. 
PROSPHOTUS 26200000 5000000 .004 ee .004 si 
CTA Guin Gade ween essen -01 = 01 si 
Manganese ....sccccccccece -01 - 02 mr 
Total impurities .......... .049 per cent. .057 per cent. 
POLLY OF MEAL 6s <ss56csenw< 99.951 943 - 


It will be noticed in this that the silicon has been entirely elim- 
inated from the ingot metal. 

Like most other things of importance, the method of working 
and the furnace practice is exceedingly simple. In fact, like the 
standing of an egg on end, it is very easy—if you know how. 
And, like the proverbial production of a silk purse from a sow’s 
ear, this pure metal cannot be obtained from anything but the 
best of materials. For that reason the greatest care is exercised 
in the selection of the scrap. Miscellaneous materials will not do 
at all. There is in the company’s yard a pile of thousands of 
tons of what would be called first-class scrap: pipes, bars, etc., 
which cannot be used because of the impurities that it contains; 
jumps the sulphur. Carefully selected materials must therefore 
be used. 
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The heating is conducted slowly and until the metal in the bath 
becomes fairly quiet, a condition which the aluminum added to 
it makes it possible to attain. The temperature is also high, 2,905 
deg. Fahr. being the minimum at which the tapping can be done. 
It runs from this up to 3,200 deg. Fahr. 

From the furnace the metal is run into a 60-ton ladle. The 
metal is poured into ingots of 950 and 1,800 Ibs., bottom pouring 
being used. At present only the lighter weights are rolled at Mid- 
dletown, the heavy being sent to outside mills, though it is the 
intention in the new works which are being built to use top pour- 
ing and 6,000-Ib. ingots, as it is thought that the hot metal com- 
ing in at the top until the last will afford a better opportunity 
for the escape of the gases, 

This explanation cannot yet be accepted as having been demon- 
strated to be true beyond all doubt, but is the most plausible one 
that has been formulated up to the present. 

The cropping from the head of each ingot is about 10 per cent. 
of the length. 

As the melting progresses samples are taken at 15-minute in- 
tervals toward the end of the heat for carbon and manganese 
determinations. It is found that as the oxidizing ingredients are 
added the manganese first drops down to just above the carbon 
content, then the two move in approximately parallel lines until 





Wrought Iron After Subjection to Acid Test. 
Magnified 14 diameters. 


the carbon has fallen to about .01 per cent. Beyond this it re- 
mains stationary and the manganese continues to drop, crossing 
it and becoming the lower of the two. 

Knowing now the detrimental effects of an excess of oxygen 
in the metal and the consequent necessity of keeping it down, 
every metallurgist and furnace man will appreciate the nicety and 
delicacy of manipulation required to maintain such a balance that 
the carbon, manganese, sulphur and phosphorus shall be eaten 
away to a minimum and not leave an excess of oxygen or some- 
thing else equally detrimental. 

Up to the present comparatively little has been done toward 
the elimination of the injurious nitrides, but these are now to be 
subjected to a systematic attack in the new research laboratory 
that is nearing completion. 

It has been found in the manipulation of the metal and the 
rolling into sheets, in which the whole output of the mill goes, 
that the included oxygen has a very important influence on the 
behavior of the metal in the rolls and the character of the fin- 
ished output. For that reason, oxygen determinations are made 
of every heat and every effort made to keep it down. The maxi- 
mum permissible is .04 per cent. The determination is made by 
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taking 25 grams of the finely divided metal, heating it in a plati- 
num boat in a quartz tube heated to redness and passing over 
it a stream of hydrogen which had previously been raised to the 
same temperature by passing through another quartz tube heated 
to redness. 


The hydrogen is first dried by passing through caus- 





Ingot Iron, After Acid Test. 
Magnified 14 diameters. 

tic soda and sulphuric acid, and as it leaves the first tube the 
water formed is absorbed in phosphoric anhydride, the mois- 
tained in the metal is absorbed in phosphoric anhydride and 
weighed. 

The effect of the oxygen in the metal is immediately noticed 
when the sheets are galvanized. Its presence causes a blistering 
of the zinc and a sheet that is defective; it is for this reason 





Steel After Acid Test. 
Magnified 14 diameiers. 


that this mill is one of the few in the country, if, indeed, there is 
any other, that makes a regular and systematic oxygen determina- 
tion of every heat. It is not as a matter of purely scientific 
interest that this is done, but as a commercial necessity to meet 
the requirements of the business. 
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PROPERTIES QF THE METAL. 

Now, having produced a metal of 99.94 per cent. purity, what 
It is soft, ductile and easily worked 
For welding a low 
In the works of the company a common 


of its physical properties? 
and welded if treated in the proper manner. 
melting flux is needed. 






























































Polished Cross Sec 
Magnified 34 diameters. 
river sand is used in preference to borax. This sand has ap- 
proximately the following composition: 


With this the welding can be readily done. 
In working, the metal acts something like 


Polished Cross Section of Wrought Iron. 


Magnified 34 diameters. 
by the Brinnell test is 520, annealed, and 480, unannealed. 
general physical properties of a test specimen 8 in. long are: 
Limit of elasticity 41,260 lbs. to 46,700 Ibs. 
SIMAMONED PEERED yo o0c0 ese 
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For the sake of a comparison two tests of wrought iron are 


given as follows: 
Swedish. English. 


BRIA. Ge ea cae nye son bs oe pee Charcoal. Wrought. 
Lamit oF elnetivity ....<..000% 27,104 lbs. 28,000 Ibs. 
Ultimate strength ............ 50,916 ‘“* 49,600 “ 
RRDIERIR Osco ssiniv p w'Sé ms Sela 9 16.7 per cent. 17.2 per cent. 
Reduction of area ............ 56 a 5 F 


From this it will appear that the purification of the metal has 
been of great benefit in adding to its physical properties by an 
increase of strength, the raising of its limit of elasticity, and of 
about doubling the ductility as represented by the percentage of 
elongation and the reduction of area. From this it is fair to 
conclude that the slag included in ordinary wrought iron is de- 
cidedly detrimental to its strength and ductility. 

Now, as to that final quality, resistance to corrosion, that was 
the goal set at the outset of the work. 

Briefly, the electrolytic theory of corrosion is this: 

“When two substances of different polarity are immersed in a 
suitable electrolyte, an electric current is set up and the substance 
from which the current flows tends to dissolve.” Hence rusting 
depends upon the presence of impurities in the metal or on a vari- 
ation in the homogeneity of its structure for the development of 
this electric current. Under ordinary conditions, water is the 























































Polished Longitudinal Section of Wrought Iron. 
Magnified 34 diameters. 

electrolyte and forms the necessary connection betwen the im- 
purities and the pure metal. The current thus set up is active in 
the liberation of hydrogen due to the solution of the metal. Oxy- 
gen also appears to be necessary, and, in the electrolytic theory, 
it serves to remove the layer of gaseous hydrogen which may ac- 
cumulate on the surface of the iron, and also combines with the 
metal in solution, forming the oxide of iron or rust. 

It is not claimed for ingot iron that it is absolutely non- 
corrodible, but that it is very much Tess so than any 
other metal of which iron is the base. It has been ex- 
tensively used for corrugated culverts, but as to what the actual 
life will be it is impossible to state, as none have been in use fora 
sufficient length of time to give any indication as to when the ulti- 
mate failure will occur. 

The best approach to what will happen is shown by a laboratory 
experiment, using sheets of ingot iron, charcoal iron and steel 
analyzing approximately as follows: 


-—————Per cent. _——__, 
Steel. Charcoal. Ingot iron. 
RON: Gas an nada AA Sinn SRS RS 14 .070 .010 
ee PUT CEL EEE Or ee 32 .050 .015 
eer eee rhe re .039 .021 .016 
PEOMIROLUES <4 cn vdevwewes sane e 181 .073 .003 
IRAN, Li aoa 4 dered ais ho Trace. .030 001 


Each plate measured 1 in. by 2 in. by 1-16 in. and they were sub- 
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merged for three hours in a bath consisting of a 25 per cent. 
solution of sulphuric acid. The loss of the ingot iron was 2.12 
per cent.; of the charcoal iron 59.2 per cent.; and of the steel, 85.5 
percent. The surface of the steel was left rough, about as the finest 
emery cloth. That of the charcoal iron was very rough and 
pitted, while in the case of the ingot iron it was quite smooth, 
the tool marks not even being obliterated, as shown by the 
photograph. These differences are brought out to a slight extent 
by the photographs, which show smal! sections of these surfaces 
magnified nine diameters. 

In addition to these statements regarding the characteristics of 
the metal three microphotographs are shown, which bring out very 
markedly the difference existing between ingot iron and ordinary 
wrought iron. These photographs were taken with a magnifica- 
tion of 87 diameters. In the case of the two of wrought iron, one 
is from a section cut parallel to the direction of rolling and the 
other at right angles thereto. In the former the elongated fila- 
ments of slag are very clearly shown; while, in the cross-section, 
they appear as minute spots, so numerous that they cannot fail to 


oc 


Etched Cross Section of Wrought Iron. 
Magnified 87 diameters. 


have a weakening effect upon the tensile strength of the metal. 
This has already been alluded to in the comparison of the strength 
of ingot, Swedish and English irons. 

On the other hand, the microphotograph of the ingot iron 
shows the crystalline structure of pure iron with the minute 
spots of the impurities scattered through. It is noticeably free 
from the slag spots and streaks that characterize the wrought 
iron and presents an almost typical structure of pure iron. 

The second property that it was desired to obtain by the pro- 
duction of a pure metal was that of high electrical conductivity, 
as compared with steel or Norway iron. A test of this made 
with strips of annealed steel sheets of about .10 carbon showed 
that the conductivity of the ingot iron as compared with the steel 
was in the proportion of 6.37 to 7.27 in favor of the ingot iron, or 
approximately 14.1 per cent. better than the steel. 

This was followed by a test on the conductivity of copper wire, 
an unannealed bar of Norway iron and a bar of ingot iron. In 
this the commercial copper wire was taken as 100; the Norway 
iron was 11.8 per cent. and the American ingot iron was 12.85. 
This is a rather lower showing than that given in the textbooks, 
but serves to indicate the relative conductivity as compared with 
the Norway iron. It is well known that an exceedingly pure iron 
is required for the cores of the magnets of electrical machinery, in 
order that the residual magnetism may be reduced to a minimum. 
In this respect, too, the American ingot iron is superior to the 
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Norway. In a case where the maximum value of the magnetiz- 
ing force was 50 Gilberts, the residual magnetism in lines of force 
per square centimeter was 8,350 for unannealed Norway iron and 
3,770 for the annealed. With the ingot iron the values for the un- 
annealed and annealed were 7,250 and 3,220, respectively. 





Etched Longitudinal Section of Wrought 
Slag Streaks. 
Magnified 87 diameters. 


Iron, Showing 


It is a common statement in the textbooks that pure iron is not 
a commercial product and this is true in the sense that a perfectly 
pure iron has not yet been put upon the market, but the metal un- 
der consideration approaches this ideal purity so closely and the 
physical characteristics are so nearly identical with what would be 
expected from a pure iron that it may be considered as such from 





Etched 
Magnified 87 diameters. 


Ingot Iron. 

a commercial standpoint; and, aside from the scientific interest that 
it possesses, as demonstrative of the probable truth of the electro- 
lytic theory of corrosion, it does possess the great practical values 
of high resistance to corrosion, good electrical conductivity and 
low magnetic retentivity. 





FAIR RENTALS FOR PASSENGER CARS. 





The report of the Committee on Conducting Passenger Trans- 
portation of the Association of Transportation and Car Account- 
ing Officers, presented at its recent meeting at Colorado Springs, 
showed, from figures submitted by 16 representative railways 
that the increased cost of providing and maintaining passenger 




































































PASSENGER EQUIPMENT CARS-{(ALL STEEL CONSTRUCTION). 
de <ze 
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on-Motor. 
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otor. 
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Non-Motor. 
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“Suburban 
Motor. 
Road D. 132 | 12,313.49 RE Sivnscanelssecsuse 52 (51 ft. 4in. 
cue fy ee | | ) ae Seer eee ee BE Veesccsecesce 
‘“* Experimental 
Non-Motor. : 
Road A. x1 11,600.00 a) Ff ees Seer TD fescesccccces 
ae 1 PE Aecheudcccoledscccesicocesese TD . lewccccccsene 
Combined Passenger 
and Baggage Cars.. 
SRE Biss sensneyss 51 14,500.00 2 ee 4%+ 42 |70 ft.47, in. 
Bag, Cars—- 
Road ae 30 | 10,500.00 ee 3 ot Peer 60 ft. 344 in. 
7 Dinevneseesan 6 OO es aes ha, eee 60 ft. 1% in. 
Dining Cars— 
seb boonueoee 47 | 21,400.00 ROR BIS Fooccsses] 4% 30 (71-ft. 818 in. 
Postal Cars— 
Se 1 8,850.00 SES aera Caer 60 ft. 144 in. 
See ee 47 | 14,500.00} 107,802 ]........] 48t |......../70 ft. in. 
Postal Storage Cars— 
| ae pean i 11,000.00 | 134,972 |......3.| 48% |........ 60 ft. 344 in. 
x Car was in shops from January 11, 1909, to April 30, 1909. 





*t No record kept. 
+ Interest 5 per cent. | 





and baggage cars, as compared with 20 years ago, is from 50 to 
100 per cent., according to class, with an average increase in 
seating space of cars carrying passengers of but approximately 
25 per cent. and with an average increase in length of baggage 
cars, etc., of but approximately 15 per cent. 

The cost of all-steel cars as compared with wooden shows 
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that steel costs from 50 to 100 per cent. more, according to class 
of car. In view of this enormous increase, the committee asked 
for comparative figures of the cost of maintenance of steel and 
of wooden construction; but owing to the limited period during 
which all-steel cars have been in passenger service it was unable 
to obtain any useful information for this purpose. 

The rate of depreciation, shown in the table given herewith, 
for all-steel cars, is 4 per cent. as compared with an average of 
3.5 per cent. against wooden cars; but this is arbitrary, at best, 
and is not to be taken as indicating a necessity for charging 
off a greater rate of depreciation against all-steel cars, for the 
figures for steel were furnished by but two companies, both of 
which charge off 4 per cent. against both wooden and all-steel 
cars; while the figures for wooden equipment were received from 
16 roads and the average represents rates ranging from 2% to 5 
per cent. It is obviously impossible at this time to definitely fix 
the rate of depreciation on all-steel passenger cars. 

As the present mileage and per diem rates, as between rail- 
ways, for passenger cars, were made by the American Railway 
Association about 20 years ago, and, as these increases in cost 
make these old rates very low, the committee recommends rates 


as follows: 
Joint Service Rates. 
Coaches and chair cars, 8 to 5 cents a mile, according to seating capacity. 
Tourist and colonist cars, 8 cents a mile. 
Dining, café, club and parlor cars, 5 cents a mile. _ : 
Combined passenger and postal cars, 3 to 5 cents a mile, according to length, 
Baggage, express, combined baggage-express, and mail storage, 1% and 2 
cents a mile, according to length. 
Combined baggage-mail and combined baggage-mail-express, 2 to 4 cents a 
mile, according to length. 
Per Diem Rates. 
Coaches and chair cars, $5 to $8 a day, accerding to seating capacity. 
Tourist and colonist cars, $5 a day. 
Dining, café, club and parlor cars, $8 a day. 
Combined passenger and postal cars, $5 to $8 a day, according to length. 
Baggage, express, combined baggage-express, and mail storage, $8 to $5 a 
day, according to length. 
Combined baggage-mail and combined baggage-mail-express, $4 to $7 a day, 
according to length. 


Under the present practice of charging an arbitrary rate of 
$5 a day for coaches and $8 a day for baggage cars, etc., when 
lent on a per diem basis, regardless of capacity, the custom has 
prevailed of lending the poorest cars available. By providing 
a sliding scale of rates, according to seating capacity and length 
of car, an incentive is created for the lending road to provide 
the borrower with a better grade of cars; or, at any rate, the 
tendency to always pick out the poorest cars is largely or wholly 
neutralized. 

The recommendations of the committee were not adopted by 
the association; the reason for non-action being apparently the 
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objection of one or a very few interests. As in most inter-rail- 
way negotiations nowadays, a single objector seems to have more 
power than any number of progressives. There is no justifica- 
tion in logic or equity for maintaining arbitrary and excessively 
low rates on passenger cars. In dealing with freight cars the 
magnitude of the accounting problem and the great complexity 
of the interchange question introduce such great difficulties that 
simplicity and uniformity are necessary, and a sacrifice of equity 
is warranted; but the work of accounting for passenger cars is 
comparatively simple. Why should not adequate rates be col- 
lected by every lender? 





PHILIPPINE RAILWAY COMPANY LINES.* 





The Philippine Railway Co. was organized to build lines on 
the islands of Cebu, Panay and Negros, about 100 miles on each, 
Work was begun in 1906 by J. G. White & Co., who had repre- 
sented the syndicate of bankers who promoted the company. 

The lines proposed penetrated jungle and wild lands not be- 
fore inhabited, lacking roads, bridges or even trails in many 
sections. 


Cebu island, about 400 miles south of Manila, has an area of 
1,762 square miles, with a population of 590,000. Along the line 
of railway there is a population of about 310,000, or about 5,158 
to the mile of line. The density is about 515 in the territory 
feeding the line. Cebu, the principal city, has a population 
of 56,000. The island produces hemp, tobacco, sugar, copra, 
corn and rice. The export of hemp from Cebu makes it the 
leading shipping port for that product in the Philippines. 


The island of Panay lies about 300 miles south of Manila, with 
an area of 4,600 square miles and a population of 745,000. The 
line of railway serves a population of 315,000, or 3,500 a mile, 
with a density per square mile of 200.: The land is fertile along 
the railway and most of it is under cultivation. The principal 
products are rice, copra, tobacco, sugar, hemp, native cloths and 
dried fish. Iloilo, with a population of 45,000, is the southern 
terminal of the line and is the largest sugar port in the Philip- 
pines. It is the outlet for not only all the sugar of Panay, but 
of the rich island of Negros as well. Much land suitable for 
sugar cultivation has been made available by the railway and a 
large increase in production may be expected. 

In Negros, with an area of 4,881 square miles and a popula- 
tion of 460,000, the railway will serve about 250,000, with an 
average of 3,720 per mile of road and a density of 150 per 
square mile of territory affected. The western half of the 
islands is the great sugar producing region of the Philippines 





*An abstract of an article in the Far Eastern Review, to whom we are in- 
debted for the photographs. 
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and it is this section through which the railway will operate. 
The capital of western Negros, Bacolod, is the terminus of the 
proposed line, and it will be coygnected with the terminus at 
Iloilo, in Panay, by a railway ferry over a distance of 25 miles. 
As Negros is without a good harbor, it is the purpose of the 
company to construct one at Bacolod. The principal products 
are sugar, copra and rice and lumber. Large areas of sugar 
lands will be opened up by the railway and the production of 
sugar in the island should rapidly increase with improved trans- 
portation facilities and a permanent market. 

The construction of the line in Negros will not include any 
heavy grading, but as there are a number of wide and deep 








Standard Finished Track; Cebu. 


rivers to cross, it will bring up the cost, while the pier and 
breakwater work at Bacolod will add a heavy charge to the con- 
struction of the line. Its successful operation will depend 
largely upon the development of the sugar industry. Definite 
location of the line: has been completed, but no construction 
work has been done up to this time. 

Much of the grading on the Cebu line was exceedingly heavy, 
and this, with the large number of rivers and streams to bridge, 
made the construction very costly, although no engineefing dif- 
ficulties were encountered. The necessity of combating the 
floods of the rainy season had to be considered in the construc- 
tion of bridges, and while many of the streams are insignificant 









Work in Rolling Country; Panay. 
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Bridge Construction; Panay. 
Bridge in Cebu with Enlarged Foundations on Account of 
Soft Bottom. 























Heavy Fill Work. 
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Combination First and Second Class Coach. Passenger Station and Office Building. 
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in the dry season, during the heavy rains they become swollen 
torrents. In all, on this line, the bridges aggregate over a mile 
in length, all built of concrefe and steel. 

At sub-grade the standard width of the roadbed was built 14 
ft. on the shoulders with allowance for shrinkage and heavy 
rains. In conformity with the Philippine Government regula- 
tions the gage is 3 ft. 6 in, as provided for all the railways in 
the islands. Australian ties were used in the early construction, 
but the native hardwood tie was later substituted and is now 
used exclusively by this company in all its construction. The 
5 in. x 8 in. x 7 ft. and native hardwood is expected 


ties are 5 
to last at least 15 years. The maximum grade is 1 per cent. and 
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Cot-Cot River Bridge. 


the maximum curvature is 6 deg. The construction over the 
swamps and low lying agricultural lands was in many places 
very costly, as roadbed sank in some instances from 5 to 8 ft. 
In all, 1,860,000 cu. yds. of earth were moved. Ballast pins 
were located in the river beds and gravel used exclusively. 

There are 22 station buildings, divided into first, second and 
third class, built of reinforced concrete; indeed, in all the build- 
ings concrete and steel were used. This class of permanent con- 
struction was believed desirable even at a much higher first 
cost, in view of the serious deterioration caused by the climate 
and the activity of the white ant, as well as the security from 
loss by fire. Sixty pound steel was used for the entire line with 
the exception gf 20 miles near Cebu laid with 70-Ib. steel. 

For maintenance of track Filipino labor is utilized under the 
supervision of white foremen. The mechanics in the shops in- 
clude natives and Chinese working under white supervision. 
Flipinos are also employed for clerical work, as well as agents 
and operators, and the management has found them very satis- 
factory in each of these capacities. The conductors and en- 
Zineers are Europeans, but it is expected that Filipinos will be 
substituted, with the exception of a few Europeans retained as 
instructors. As evidence of the accuracy of the native oper- 
ators, the standard code of the American Railway Association is 
used in dispatching by telephone, and so far there has been no 
complaint as to their ability or adaptability to work accurately 
and speedily. There are eight regular mixed trains, four daily 
in each direction, making from 25 to 30 miles an hour. 

The railway company is endeavoring to encourage the natives 
of Cebu in the cultivation of maguey and, co-operating with 
the Philippine Agricultural Bureau, has already distributed over 
2,000,000 plants free of charge. In addition to this, the com- 
pany has a maguey stripping machine which is installed on a flat 
car and moved from point to point to strip the plant without 
charge. The result has been great interest among the native 
farmers in this industry and it is expected that the export of 
this product alone will result in many millions of dollars com- 
ing into the province. An effort is being made to induce the 
farmer to undertake the best methods of culture and already the 
improved returns received on the better quality of fiber have im- 
pressed the planter with the advantages of giving his best at- 
tention to the growing plants. The development of the sugar 
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and tobacco growing industry in Cebu gives:promise of large re- 
turns, and with better transportation facilities and prices the 
native will be encouraged to do his share. In the meantime an 
effort is being made to increase the supply of work animals 
with government aid and a well organized campaign against 
rinderpest is to be maintained. 

The line in Panay was, last May, nearly ready to be opened 
from Iloilo to Capiz. The work of construction has been con- 
ducted from both ends simultaneously. The line from Iloilo to 
Passi, about 34 miles northward, is across an alluvial plain inter- 
sected by a few heavy ridges, the latter making very heavy 
work. From the latter point to Dumarao it crosses the water 
shed that practically divides the island of Panay into two great 
fertile plains. The southern approach to the summit is a maxi- 
mum grade of 1 per cent. and on the north approach the grade 
is 1% per cent. for about a mile. The balance of the line from 
the watershed to the northern terminus at Capiz is across level 
country interrupted by irregular ranges of hills. The construc- 
tion in the flat country is exposed to serious floods during the 
rainy season and it was necessary therefore to make fills from 
15 to 25 ft. high. This, together with the heavy work in the 
hills and the many rivers to bridge, brought the cost up very 
high. The total grading is estimated at almost 4,000,000 cu. yds. 
and the steel and trestle bridges aggregate in length over 1% 
miles. The Panay river bridging aggregated 2,250 ft. of steel. 

The main terminal is at Iloilo, and at this point the company 
has secured a site on the waterfront for large warehouses with 
a depth of water alongside of 24 ft. so that freight may be 














Standard 100-Ft. Span Bridge; Cebu. 4 


transferred to vessels at minimum expense and maximum ex- 
pedition. The site was practically an island forming one bank 
of the Iloilo river and much of the ground had to be filled in. 
The foundations for these buildings were laid on reinforced 
concrete piles. The central machine shops, etc., for both Panay 
and the Negros divisions, are located here. The shops are so 
equipped that the company can build its own locomotives. 

In all, on the Cebu and Panay divisions there are 14 loco- 
motives, 32 passenger cars and 184 freight and work cars. 

The same standards are maintained in Panay as in Cebu, as 
well as the character of the skilled and unskilled labor. 

As in Cebu, but perhaps more serious, has been the damage 
to industry by the rinderpest and surra among the stock, and 
at present many formerly prosperous communities are suffering 
from extreme poverty. From statistics available not over one- 
fifth of the rich improved lands are now under cultivation and, 
instead of a steady development of wild lands and the annual 
increase of the area under culture, many sections do not pro- 
duce one-tenth of the returns of, say, a decade ago. The com- 
pany is assisting the native to develop this section by distribu- 
tion of seed and encouraging industry. In this the Philippine 
Government is giving generous support. With work animals or 
machinery, Panay province would become one of the most pros- 
perous in the archipelago. 
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DEVELOPMENT OF ARTICULATED LOCOMOTIVES. 





BY C. H. CARUTHERS. 

An articulated locomotive is generally understood to consist 
of two distinct trucks, each of which contains the complete run- 
ning mechanism of a single locomotive, but receives steam from a 
boiler common to both, to which they are attached by such side 
or center bearings and steam connections as will permit them to 
independently follow the curvature of the lines upon which they 
are operated. 

The first of the type was built in 1831 at the West Point 
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Plan of the Double Boiler on the ‘“‘South Carolina,’’ Built 
in 1832. 


Foundry, from designs by Horatio Allen, for the South Carolina 
Railroad, upon which it was placed in service in 1832. It was 
named South Carolina and had two trucks with one pair of 
driving wheels and one pair of leading wheels in each, the 
driving wheels at the inner ends of the trucks. The center of 
each driving axle formed a single crank and but two cylinders in 
all were used. These were not on the trucks, but were placed 
at opposite ends of the engine at the bottom of the smoke- 
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which two parallel barrels extended in each direction, each pair 
terminating in a single oval smokebox surmounted by a tall 
smokestack. This entire combination was carried on the two 
trucks by suitable transverse plates and swivelling castings, prac- 
tically as the body of an eight-wheel car is carried to-day. 

In Clark & Colburn’s “Recent Practice in the Locomotive,” 
1860, this engine is aptly described as a “locomotive in which the 
boiler of a single engine might be said to be placed upon the in- 
dependent running gears of two ordinary locomotives,” and the 
statement is added that by the end of 1833 four of these machines 
had been built and placed in service on the South Carolina 
Railroad. 

Next in order, according to statements in an article in 
Engineering (London, England) of November 14, 1873, page 396, 
is Seraing, built in 1850 at Semmering, Austria, for the Sem- 
mering Railway. In this machine no weight was carried on the 
trucks at the pivotal points, but on the four bearing surfaces on 
each. This engine, the article referred to concludes, “soon proved 
a failure.” 

Hermann von Littrow, of Neustadt, near Vienna, Austria, a 
few years ago contributed an interesting article on Austrian 
locomotives to an American technical journal, and among the 
numerous illustrations accompanying it was one of an engine 
named “Neustadt” which is stated to have been built at Neustadt 
in 1851 for the Semmering Railway, “with its beautiful Payerbach 
Loop.” The name plate on the side of the water tank of this 
engine is inscribed “Wiener-Neustadt,” which is the name given 
to the shops in which it was built many years after the date as- 
signed to it, but this plate may have been substituted for the 
original inscribed “Neustadt,” in later years of its service. It was 
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Articulated Locomotive Built at Neustadt, Austria, in 1851, for the Semmering Railway. 


boxes to which they were rigidly attached with sufficient in- 
clination to enable their centers to coincide with those of the 
driving axles, to which they were connected by rods fitted 
with “ball” brasses, probably somewhat similar to those ‘used 
by M. W. Baldwin in the parallel rods on the flexible trucks 
with which he for many years equipped his six and eight-wheel 
connected locomotives. Although no mention is made of the fact 
in any of the numerous articles consulted about this engine, it is 
probable that similar connections were used in the valve gear, 
which is said to have had two eccentrics to each engine, and was 
doubtless of the “drop hook” type so generally used in early 
engines. 

The boiler had a single firebox at its center from the ends of 


not unlike the Meyer type of articulated engine, having ap- 
parently a single boiler carried on two swivelling trucks with 
the cylinders at their inner ends. A peculiar rectangular con- 
struction at the center of the boiler contains the throttle valve, 
and from its sides the steam pipes are carried to the cylinders. 
Mr. Von Littrow states that the engine was not very successful, 
and that no others of the design were built. 

From the data at hand I find it somewhat uncertain whether 
two articulated engines were built in the years 1850 and 1851, as 
just referred to, or whether the writers of the articles quoted 
from may not refer to the same engine. Each assigns a different 
name, place of building and date of construction to the engine he 
writes of, but the reference to only one in the historical sketch 
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referred to and the fact that both authors locate their engines 
on the Semmering Railway, lend color to the idea of reference to 
the same engine. 

About 1864 Robert F. Fairlie, an Irish engineer, designed the 
articulated engine known by his name and during a number of 
years following many of these were built, especially for narrow 
gage and mountainous lines. This type generally has two 
swivelling trucks with their cylinders placed at the outer ends. 
The boiler is carried on a separate frame which rests upon the 
trucks through the medium of transverse bars and swivelling 
castings in such a manner as to permit independent movements 
of either truck in passing around curves. As usually built, the 
Fairlie boiler exactly resembles two ordinary locomotive boilers 
rivetted together at the side and roof sheets with the back heads 
removed, and the fire doors placed in the sides of the fireboxes, 
and with a cab about the size of that of an ordinary engine cover- 
ing the central space between the two domes. 

Some Fairlies built in later years have two distinct boilers with 
a firing gangway between, thus avoiding the use of fire doors in 
the sides of the fireboxes, as the usual double construction re- 
quires. In such instances, both boilers were carried on a single 


continuous frame, as where the standard boiler of the type was 
used, and the steam and swivelling connections to the trucks 
were the same. 

In the issue of Engineering (London, England), for August 21, 
1874, a double page inset contains eighteen small reproductions of 
erecting cards showing twenty-one of these engines that had up 
to that time been placed on various railways in Europe, North 
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America and South America. Eight have three pairs of driving 
wheels in each truck, and the weights range, as far as given, from 
82,320 Ibs. to 102,816 Ibs. The cylinders vary from 11% 
in, x 18 in. to 17 in. x 22 in. Twelve of the lot have only 
two pairs of driving wheels in each truck, and range in weights 
from 43,680 Ibs. to 51,520 Ibs., and in diameter of cylinders from 
8% in. x 13 in. to 13 in. x 20 in. One of the preceding twenty was 
used on a 5 ft. gage, six on gages of 4 ft. 8% in. and thirteen 
on gages ranging from 23% to 43 in. The twenty-first engine was 
for the Great Southern & Western Railway of Ireland, and only 
used steam in the forward truck, which contained two pairs of 
driving wheels and two 15 in. x 20 in. cylinders. The rear truck 
contained two pairs of small wheels and merely carried the 
tender, which was built on an extension of the engine frame. 

One of the most notable of these was “Little Wonder.” Ac- 
cording to a description published in a guide to the London & 
North Western Railway of England, in 1876, this engine had each 
truck fitted with two cylinders, or four in all, of 8% in. x 13 in, 
and two pairs of drivers, or four pairs in all, 28 in. in diameter; 
and on the heavy grades of the Festiniog Railway in Wales, of 
only 23% in. gage, on which it was used, and often with three 
or four curves in the length of its train, it drew a maximum load 
of 61,600 Ibs., consisting of itself, 3 passenger carriages (lst., 2nd., 
and 3rd class), 1 guard’s van, 6 goods wagons and 112 empty 
slate wagons; the whole covering a length of 1,200 ft. 

Both William Mason and the Baldwin Locomotive Works in 
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past years built a number of engines for various American and 
Mexican railways with the running gear of the forward truck ar- 
ranged on the Fairlie principle, and the tender carried on an ex- 
tension of the engine frame and supported by a six-wheel truck 
without any self-propelling devices. In 1892, however, the latter 
firm built an engine for the Sinnemahoning Valley Railroad, in 
which the Vauclain system of compound cylinders was applied 
to both trucks. 

Although the resemblance of the Fairlie engines to the earlier 
Austrian designs may have been noticed, it is distinctly stated in 
the article referred to in Engineering that Mr. Fairlie was not 
even aware of the existence of these machines until after the 
construction of those built from his own designs. 
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The next link in the chain of articulated engines is the “Meyer.” 
This type was designed by J. J. Meyer and his son, Ad. Meyer, 
of Brussels, Belgium, and my records indicate that their first 
locomotive was named “Avenir” and was probably built about 
1873. The accompanying il'ustration of No. 300, built at the shops 
in Brussels, of the “Compagnie Belge pour la Construction de 
Machines et Material de Chemin de Fer (M. Charles Evrard, 
Director), Brussels,” in 1873’for the Central Railway of Belgium, 
and exhibited in the same year at the exposition in Vienna, 
Austria, is partially reproduced from a most excellent set of 
drawings appearing in Engineering, London, of July 11, 1878, 
pages 35-36, and will convey a fair idea of the type, which it will 
be seen is practically a Fairlie with an abnormally long boiler of 
the single locomotive type. The cylinders of No. 300 are located 
on the inner ends of the trucks. One striking point in which the 
Meyer differs from the Fairlie is that no frame is provided for the 
boiler in the Meyer, but at the forward end a shal!ow rectangular 
box of wrought iron is riveted to the under side of the shell 
from a point some distance behind the smokebox and extending 
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forward almost to the front end of the latter. To the under side 
of this box is attached a phosphor bronze cap which fits upon the 
hemispherical top of an iron casting upon the frame of the for- 
ward truck near its center. Both this casting and the phosphor 
bronze cap are hollow and afford a passage way for the exhaust 
steam to reach the stack, the nozzles being located on top of the 
iron box in the smoke arch, and the flexibly connected exhaust 
pipes leading into the inner end of the casting on the truck. At 
the firebox end the boiler rests upon sliding plates which in turn 
move on two bearings of phosphor bronze, placed in suitable 
brackets on each side of the frame. 

A hollow buffer is fastened centrally between the inner ends 
of the trucks and through this buffer passes a drawbar, attached at 





584 RAILWAY AGE GAZETTE. 


one end to the rear truck by a rather unique device, and at the 
other to the front truck by a ring encircling the cast iron center 
bearing. 

Two reversing apparatuses are used, one a lever and the other 
a screw. Two throttle valves with separate levers are also used, 
and both these and the reversing appliances can be operated to- 
gether or independently, thus enabling only one or both trucks to 
use steam at the pleasure of the engineman. The brake of the 
rear truck is controlled by a hand screw, and that of the forward 
truck by a steam cylinder. The tanks and coal bunkers are 
bracketed to the sides of the boiler, although it is stated in 
Engineering that on “Avenir” they were fastened to the sides of 
the trucks. 

About 1888 Anatole Mallet built the first of the type now so 
widely known as the Mallet articulated compound. It differs in 
many respects from those already described. The rear truck is 
connected rigidly to the boiler, the center lines of each co- 
inciding ; the forward truck does not swivel on center plates, but 
is coupled to the rear truck by a large pin passing through an ex- 
tension of its frame at the rear which interlocks with the forward 
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greatly adding to the efficiency of the type by dividing the boiler 
and using the forward part as a feedwater heater; an arrange- 
ment which not only appears to be very successful in road service, 
but also enables single engines to be increased in efficiency by the 
addition of a forward truck with this improved extension of the 
boiler: thus converting them into Mallet compounds at a mod- 
erate cost. 

Although the usual form of the Mallet compound is built with 
the cylinders of each truck at the forward end, a half tone in my 
possession shows one built a few years ago for the Northern 
Railway of France (du Nord) in which both sets of cylinders 
face as on the Meyer engine. 

Some one has remarked that there is danger of the articulated 
engine being overdone in America. If this is the case it is un- 
fortunate, as when the reaction sets in it might blind the eyes 
of railway men to the desirab!e features of the type. Perhaps 
the only indication of such a condition is in the design recently 
illustrated of a foreign development of the articulated engine in 
which the boiler is shown supported on huge longitudinal girders 
which are further extended at each end to receive water tanks 























Articulated Locomotive (Meyer’s System); Built for the Central Railway of Belgium in 1873. 


transverse plates of the rigid truck, a unique system of trans- 
verse plates on the forward truck which enables it to both sustain 
the part of the boiler directly above it and at the same time 
permit the independent radial motion of the truck on curves; the 
use of high pressure steam in the cylinders of the rigid truck 
only where ordinary connections are used and the danger of 
leakage thereby eliminated; and the use of low pressure steam in 
the forward cylinders where flexible connections are used, thus 
enabling even these connections to be comparatively free from 
the leakage which is alleged to have given considerable trouble in 
the engines in which high pressure steam is used in both sets of 
cylinders. All connections are flexible. 

According to a publication issued by the Baldwin Locomotive 
Works, “Record No. 65,” page 20, it is stated that the first Mallet 
compound built in America was completed for the Baltimore & 
Ohio by the American Locomotive Co., in 1904, and that this 
engine has been followed by numerous others from the same com- 
pany and from the Baldwin Locomotive Works. 

The latter firm unquestionably is entitled to the credit of 


and coal bunkers, and have the trucks located very close to the 
ends, one at each, the idea evidently being to use an unusually 
large boiler and deep firebox, yet keep both closer to the rail 
than is permissible on the usual articulated machine. 

Standing beside one of the “Mallets” recently, and noting the 
various attachments with their numerous rods, pipes and fit- 
tings, I recalled an incident related several years ago in a rail- 
way journal regarding the Fairlie engine used on the Denver & 
Rio Grande. This story was to the effect that after the instal- 
lation of that machine on the line, the only engineman successful 
with it was an Englishman. Coming under discipline, he was 
once suspended ten days, and being of a kindly disposition 
volunteered to show his substitute the details of the engine. 
After listening patiently for a time the latter blurted out, “Say, 
you take the engine and I'll take the ten days!” 

The writer is again indebted for data and other assistance 
tending to confirm the accuracy of many of the statements in 
the foregoing paper, to the Baldwin Locomotive Works and J. 
Snowdon Bell, Esq. 
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SEPTEMBER 30, 1910. 


TRANSPORTATION AND TRAFFIC IN SWITZERLAND.* 





BY LOGAN G. M’PHERSON. 

Although 70 per cent. of her area of 15,972 square miles is 
mountainous, and which all told is but half that of the state 
of Maine, Switzerland has maintained not only national inde- 
pendence, but a creditable position in industry and commerce. 

The soil produces food only about sufficient for the needs of 
two-thirds of the population of about three and one-half millions. 
Yet although the country is obliged to import much of grain 
and of meat for its own consumption, it is a large exporter of 
certain foodstuffs, mainly the products of milk. With the ex- 
ception of limestone, largely used for building, the mouniains 
have little of the minerals or ores of economic importance, yet 
in the manufacture of metal goods Switzerland has a world 
wide fame which is shared by her weavings of silk and of cot- 
ton. The abundant water power that was long ago directly util- 
ized now serves to generate electricity for which a wider field 
is hoped, even to the extent of the complete electrification of 
the railways. At this time, however, the factories are mainly 
dependent upon steam generated by coal, which must be imported 
from other countries. 

Under these conditions it is evident that Switzerland cannot 
in competition with other nations produce the bulky and heavy 
manufactures. The efforts of her workingmen must perforce 
be devoted to the fabrication of the lighter and more delicate 
articles to the value of which skill and excellence of workman- 
ship contribute in the greatest degree and crude material in the 
least. Adapted to this economic necessity is the high intelligence 
and the patient perseverance of the Swiss people that have 
brought a skill in handiwork which has augmented through the 
generations, and an adaptability that quickly led to the deft 
utilization of the elaborate machinery devised for the watch- 
making, the cotton, silk and leather industries. 

The compact of 1848 by which the cantons were welded into 
the Confederation gave to Switzerland the national character 
essential to industrial and commercial growth. Custom houses 
were abolished in the interior and established on the frontier. 
The nation was in a position to discuss propositions for material 
improvement and naturally the new means of transportation that 
had attained a forward development in other countries, was 
among the first subjects to be considered. 

The history is clearly and instructively set forth by Placid 
Weissenbach, president of the General Direction of the Swiss 
United Railways. A commission appointed in 1850 submitted a 
scheme for a system of railways designed to supply the trans- 
portation needs of the republic. Discussions as to whether the 
lines should be built and operated by the state or by private 
companies were conducted by men of ability. Those who fav- 
ored state ownership pointed out that railways were but streets 
of greater importance and therefore the nation should develop 
and maintain them; that the railways could only be developed 
to their full usefulness by being kept in the hands of the state; 
that inasmuch as the railways of the surrounding countries were 
principally state-owned and state-operated, it would be doubt- 
ful if the railways of Switzerland could properly protect their 
interests if they were not likewise controlled; that if the rail- 
ways were left in private hands there would be conflict between 
their owners, who would seek individual profit, and the state 
whose aim would be to utilize them in the national interests; 
that private companies would seek to develop only those rail- 
ways that promised commercial profit, to the neglect of the 
lines needed for the facility of the postal service and the mili- 
tary necessities of the government; that the owners of private 
railways could with their large staffs of officers and employees 
be formed into an organization that would be a state within 
the state, susceptible of use in opposition to the national wel- 
fare. On the other hand it was argued that the construction 
and operation of railways by private companies would be of a 
far higher degree of efficiency, as their interest would be in the 
direction of economy and efficiency; that in the light of previous 





*A preliminary report to the National Waterways Commission. 
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experience the activities of private companies could be regulated 
so that they would not conduce to injury; that it was beyond 
the province of the state to incur expenditure for other than 
the national defense; that the construction or subvention of 
railway lines would involve the state in obligations more ex- 
tended than it ought to assume; that for the government to 
take shares in different companies would be to make it a factor 
in the stock market; and that subventions of the government 
to enterprises whose profit was not assured was inexpedient in 
practice and unsound in principle. 


The latter views prevailed. The feeling against national con- 
trol over the railways became so strong that by statute of June, 
1852, the Confederation was divested of power to make conces- 
sions for railway building, this authority being left with the 
cantons. The law provided that the building of railways was 
to be under private enterprise which must obtain authorization 
from the cantons which must submit new projects to the Con- 
federation, which was obliged to give its approval unless it 
was apparent that their carrying out would be to the disad- 
vantage of the country from a military standpoint. 

The first railway in Switzerland had been built by private 
capital to connect the eastern cantons by way of the Rhine 
valley with Basel, which had had rail communication with Ger- 
many since 1844. 

Under the regime inaugurated by the law of 1852 there were 
constructed in the next ten years 716 miles of railway connect- 
ing one and another of the principal towns of Switzerland. It 
was with great difficulty that capital was obtained; the lines 
were completed only through pecuniary aid extended by the 
cantons and at great loss to the private investors. Notwithstand- 
ing this, additional lines were projected to meet the growing 
demand. The separate authority exercised by the different can- 
tons over the railways within their respective limits rather early 
developed friction that debarred the adoption of a general 
policy for the movement of traffic. This cantonal disagreement 
was brought to a crisis in the discussion leading to the con- 
vention participated in by Germany, Italy and Switzerland for 
the building of the St. Gothard Tunnel. The law of 1852 had 
been drawn especially to define the relations between the pri- 
vate railway companies and the cantons. It did not particularly 
enter into the relations between the cantons and the Confedera- 
tion in the control of railways. By 1869 a readjustment admit- 
tedly was necessary. To encourage the building of the railways 
the cantons had been liberal in extending privileges to the rail- 
way companies. As the lines were completed they came into 
antagonism with each other, and with the cantons, and their 
tariffs were the cause of public complaint. As in many cases 
one railway traversed two or more cantons, it was difficult to 
bring it under regulation. 


After much discussion and not a little friction a new law 
was enacted on December 23, 1872, which put the general con- 
trol of the larger transportation questions under the confed- 
erated government. It was no longer bound to consider only 
such concessions as came up to it through the cantons and 
to give its consent unless they seemed inimical to the military 
interests of the country, but it was empowered to pass upon con- 
cessions directly, the law especially enjoining that it promote 
means of communication with Italy and the Mediterranean. The 
law also provided penalties for derelict concessionaires, and for 
uniformity of construction and in methods of operation through- 
out the Confederation. The federated government was given 
absolute authority over tariffs, and provision was made for the 
settlement of disputes between the railways and the Confedera- 
tion. It was definitely stated that while it was not the inten- 
tion to deprive the cantons of adequate jurisdiction, the law 
was aimed at making the control of the railways national rather 
than cantonal. One reason for this had been the arbitrary atti- 
tude often assumed by the railway companies, and another the 
necessity for the maintenance of a national policy that would not 
deter investment in new and needed lines. 


Concessions under the new law brought the length of the 
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Swiss railways up to 1,653 miles in 1884. The capital ex- 
penditure to this time amounted to over $176,000,000, the average 
exceeding $100,000 per mile. The original concessions of many 
of the railway companies provided for the optional purchase by 
the government at the end of a specified period. Many of 
these periods terminated during the decade beginning with 1880. 
The Federal Council, after consideration beginning in 1883 of 
the governmental action that would be advisable, reported that 
the railways were capitalized too high and that they had paid 
larger dividends than ought to be allowed in the future, but 
stated that the financial condition of the Confederation was 
such as to prohibit any definite proposal to avail of the repur- 
chase provisions of the concessions. The national assembly stood 
67 votes to 59 in opposition to repurchase at that time. 

The taking over the railways by the government had, how- 
ever, been for many years, and continued to be an uppermost 
topic of public discussion. Those in favor argued that the rail- 
ways of adjoining countries were passing into the hands of the 
state, the action of Germany being especially cited. They argued 
that if the Swiss government followed these precedents tariffs 
could be reduced for the benefit of commerce and that the 
profits of the lines would inure to the government instead of 
to the private companies, which were largely owned in foreign 
countries. The accumulation of public opinion in favor of gov- 
ernment purchase led to the enactment in 1897 of a law authoriz- 
ing such purchase and specifying the conditions under which 
it was to be effected. It was stated that the uniform opera- 
tion of the lines was a desideratum, that if it were not under- 
taken by the government it likely would be sooner or later by 
a large shareholding company that would seek the greatest 
profit, whereas the government would operate the lines as high- 
ways for the benefit of the nation; that the centralized govern- 
mental administration would be more economical than that. of 
the private companies; that tariffs could be reduced and made 
uniform; that the state would make use of the profits for the 
development of the lines and not in its general expenditure, 
therefore making expenditures for development that a private 
company would not be willing to incur. 

The law provided that the government lines should be known 
as the “United Swiss Railways.” It was desired that the ad- 
ministrative organization be made independent of political in- 
fluence and yet that it be so closely connected with the govern- 
ment that there would be no danger of its becoming a state 
within a state, a body that might come into conflict with the 
government itself. The general control of matters of policy was 
placed in the Federal Council—the Bundesrath—and the direct 
administration of the railways under the control of a General 
Direction and an Administrative Council. Under these are the 
district directors for each of the five districts in which the 
lines were divided, under whom are district railway councils. 
The Administrative Council scrutinizes the accounts, examines 
the annual statements and confirms the draft of the railway 
budget. It has charge of the tariffs and classifications, approves 
the general plan of train schedules, adjusts the relations with 
other lines, including those of foreign countries; regulates com- 
petitive traffic and has ultimate decision in regard to construc- 
tion and additions whether of plant or equipment. The general 
direction has charge of the employees and the actual operation, 
preparing plans for submission to the Administrative Council. 

Pursuant to this law lines have been purchased by the gov- 
ernment, aggregating 1,825 miles, on December 31, 1909, leaving 
973 miles outstanding in the hands of private companies. 

As the various railways were taken over by the government 
their concessions expired, leaving them without authorized tariff 
schedules. By way of providing for the promised uniformity of 
charges, the government under date of June 27, 1901, enacted 
a tariff to apply on all lines of the Swiss United Railway. A 
draft of this tariff had been sent by the Railway Council to the 
Swiss Commerce and Industry Association, the Swiss Trade 
Association, the Swiss Peasants’ Union and the Swiss Railway 
Union for their comments and recommendations, which these 
bodies promptly forwarded in detail. 
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The short distances traversed by the Swiss railways have ren- 
dered unnecessary any elaborate classification of freight and 
have not developed the necessity for a tapering tariff. The 
earliest tariffs were based upon the weight and the space occu- 
pied by goods. Modifications were subsequently made accord- 
ing to the value of the commodities. Different railways adopted 
different schedules and dissatisfaction was thus created which 
led to a reform of the tariffs by the government in 1882. The 
general framework then adopted was retained in the act of 
June 27, 1901. There is the quick service of piecegoods, i.e., 
package freight, for which a double charge is made; two classes 
of piecegoods at ordinary speed, one class for wagon-loads of 
five tons, another for wagon-loads of ten tons, and three special 
tariffs applied to wagen-loads of various specified commodities. 
Each tariff provides for a terminal charge which is graded and 
for a transportation charge which is at a fixed rate per kilo- 
meter. These tariffs are subject to increase on the lines ascend- 
ing mountains and especial tolls are levied for transport over 
bridges and through tunnels. Reductions may be made on bulk 
goods in transit traffic, ie., traffic that crosses Switzerland on 
its way from one country to another. 


While retaining this framework of the freight schedules the 
law of June 27, 1901, adopted the lowest rates that had heen 
in effect on any road to apply over the entire state system. 
It made a similar adjustment of passenger rates, adopting the 
lowest schedule in effect to apply generally. It retained the 
provision for three classes of passengers, stipulating that on 
fast express trains provision for third class passengers, and if 
necessary for second class, might be dispensed with; that pro- 
vision for the three classes of passengers must be made on 
ordinary express trains, but that on local trains need be pro- 
vision for third class only. It was specified that at least three 
trains a day should be run in each direction over the entire 
length of each line, stopping at every station, and that additional 
accommodation should be provided when necessary. 


A charge is made for all baggage except that carried by hand 
and not exceeding 22 Ibs. in weight. Commercial products or 
utensils for the use of the passenger are carried free up to the 
weight of 55 lbs. This is evidently a concession to the poorer 
people, and to the workmen who carry products made in their 
homes to the place of sale. It was estimated that these reduc- 
tions in the rates on both passenger and freight traffic would 
find more than compensation in the increase of traffic. The re- 
sults of the first year or two seemed to carry out this supposi- 
tion, but later the net revenues have fallen off. 

Under the state control salaries of the administrative officers 
have been reduced, with the result that some of the ablest men 
have left the railway service to be succeeded by fonctionnaires 
of inadequate experience and ability, who regard their positions 
as governmental offices. The wages of the rank and file of the 
service have been increased, and the increase in the train service 
has added greatly to the expenditures. The result of this policy 
is evidenced by the fact that for the year 1908 the account of 
the United Swiss Railways shows an excess of expenditure over 
income of $1,080,000, in the expenses being included the interest 
upon the capital and the amortization which the repurchase law 
specifies shall be completed in 60 years. 

The General Direction of the United Swiss Railways states 
that this condition is largely due to the economic depression. 
It admits, however, that rates in some cases have been unduly 
lowered and says that their increase is contemplated. It also 
admits that the increases in the wages of employees and the ex- 
tension of the train service have been factors in bringing about 
the deficit. In ten years railways that under corporate operation 
were fairly profitable and prosperous have under the control 
of the state become a drain upon the taxpayers. This has hap- 
pened in a country so small that there is little or no contention 
and rivalry between one region and another; where because of 
their high intelligence and patriotism, the inhabitants have main- 
tained a political organization that long has been cited as a 
model of government by the people for the people. 
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The Pere Marquette Railroad is to install telephones for train 
despatching on its Toledo division. 


According to an Indianapolis paper the Evansville & Terre 
Haute has “let out” all of its passenger conductors with one ex- 
ception. The officers have declined to give any reason for the 
act and the conductors are equally reticent. 


Dr. Arthur T. Hadley, president of Yale University and chair- 
man of the commission appointed by President Taft to investi- 
gate the subject of the regulation by federal law of the issue of 
railway stocks and bonds, has gone to Europe, where he will 
make some study of the subject. 


At Avondale, La., on the night of September 26, four masked 
men robbed a mail car of the Southern Pacific. This car was 
one of three belonging to a train which had just been brought 
across the Mississippi river on a ferry boat. It is said that the 
robbers overlooked packages containing $125,000. 


In a dispute between the Denver & Rio Grande and its fire- 
men concerning wages, Chairman Knapp, of the Interstate Com- 
merce Commission, has been asked to name the third member 
of a Board of Arbitration to which it has been agreed to refer 
the matter. Mr. Knapp’s coadjutor on the Mediation Board, Dr. 
Neill, is now in Europe. 


Officers of the Pennsylvania Railroad are reported as saying 
that the station agents at many of the more important stations 
of the road will receive an increase of pay. These agents, with 
all other employees, received an increase of 6 per cent. last 
spring. Since then the conductors and trainmen and some other 
classes have received an additional increase. 


Commencing October 2 the passenger trains of the Charlotte 
Harbor & Northern will run through between Boca Grande, Fla., 
and Tampa, using the tracks of the Seaboard Air Line between 
Bradley Junction and Tampa. The northbound train leaves 
Boca Grande 6.15 a.m. and Arcadia 8.20, arriving at Tampa at 
noon; the southbound leaves Tampa at 4 p.m. 


To-day—September 30—is “rice day” in the southwest. The 
Southern Pacific and other railways are observing the day by 
serving rice in various ways and calling attention by their menu 
cards to its exellence as a food. The question of granting re- 
duced rates to brida} couples because of the encouragement of 
the rice industry which they foster has not yet been taken up. 


The Western Pacific is running fast trains for fruit from 
Stockton, Cal., destined to Chicago and New York. Delivery 
will be made in Chicago in seven days and in New York in 
nine or ten days. Arrangements have also been made by the 
Western Pacific for a coast-to-coast through package merchan- 
dise car over the Lackawanna, the Wabash, the Missouri Pacific 


' and the Denver & Rio Grande. 


Cincinnati papers say that a number of railways in Ohio are 


going to establish a state bureau for supervising demurrage 


matters. The purpose seems to be to have an advisory committee, 
or board, similar to that which was organized last year in Mich- 
igan, which will keep fully posted concerning the action of the 
roads in this matter, offering criticisms where necessary, yet 
having no administrative authority. It is said that all of the 
demurrage bureaus doing business in Ohio will soon be discon- 
tinued. 


A meeting of shippers, members of railway commissions and 
public men was held at Topeka, Kan., on September 22 to 
formulate plans for opposing advances in freight rates. It was 
called by W. R. Stubbs, Governor of Kansas, who was one of 
the principal speakers. Resolutions were adopted demanding a 
Physical valuation of railways to determine if railway earnings 
are too high, and the prosecution of the railways for alleged 
Violation of the Sherman law by entering into agreements to 
Tuise their rates. A committee was appointed to wait on Presi- 
dent Taft with a copy of the resolutions. 


‘he Louisville & Nashville has ordered a complete equip- 
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ment of Western electric selectors and telephones for train 
despatching on the Cumberland Valley and Kentucky divisions, 
from Cincinnati to Norton, 304 miles. There will be six cir- 
cuits, four train wires and two message circuits with a total 
of 162 stations. The message wire circuits to be used for gen- 
eral railway business extend from Paris to Cincinnati, from 
Cincinnati to Corbin, and from Corbin to Norton. The Louis- 
ville & Nashville already has Western Electric train despatch- 
ing equipment between New Orleans and Mobile, 140 miles. 


According to Loston papers, ex-President Tuttle, of the Bos- 
ton & Maine, will have a “vacation salary” of $50,000 for one 
year; which means, we suppose, that his regular salary will be 
continued for that length of time after his retirement; and, fur- 
ther, it 1s said that afterwards he will have $10,000 a year for 
an indefinite period. A Massachusetts paper, commenting on 
this report and assuming that the new president will get the 
same salary as the retiring one, observes that perhaps the proper 
thing for the Boston & Maine to do with its freight rates would 
be to reduce them instead of advancing them. 


The United States district attorney at Chicago has brought 
suit against the Chicago & Alton for alleged violations of the 
hours of service act prohibiting any railway from working any 
trainman for more than 16 consecutive hours. The government 
charges two specific violatiens of the act. The declaration al- 
leges that the employees in question left Bloomington on a 
freight train at 5:30 a.m. on July 6 and were not relieved until 
they arrived at Joliet at 9:50 p.m. on the same day, and that they 
left Bloomington at 5:30 a.m. on July 25 and were not relieved 
until they arrived at Joliet at 10 p.m. on the same day. 


The business interests of many Texas cities are said to be 
greatly aroused over the action of the legislature at its recent 
special session in passing the “International & Great Northern 
bill,’ and the next legislature, which meets in January, wi!l be 
asked to repeal the obnoxious measure. It is claimed that its ' 
enactment has caused the abandonment of a number of railway 
projects. Many towns—Abilene, Seymour, Dublin, Breckenridge, 
Graham, Stamford, Quanah, Dalhart, Lubbock, Wichita Falls 
and others—are putting considerable money into new railways, 
and they fear that they will lose their money already invested 
in surveys, rights of way, etc. The West Texas Commercial 
Congress will discuss the subject at its next meeting in October. 


Chief Engineer Kittredge, of the New York Central, who ap- 
peared before the Public Service Commission of New York at 
Albany last week in opposition to the application of the Buftalo, 
Rochester & Eastern for a certificate of necessity, said that the 
New York Central contemplated making improvements and addi- 
tions to its property which would give it a six-track railway 
from Buffalo to Albany; and he gave items from a list of con- 
templated expenditures as follows: $18,000,000 for Buffalo; in 
Rochester $2,000,000 was being spent and $1,400.000 contem- 
plated; Syracuse improvements, $6,000,000; Rome, $2,000,000; 
Utica, $3,000,000, and between Utica and Albany, $1,096,000. 

F, B. Freeman, chief engineer of the Boston & Albany, testi- 
fied that since 1907 that road had spent $14,000,000 on improve- 
ments and had added 77 miles of tracks. The company can now 
handle 1,800 freight cars a day each way. The company has re- 
ceived no complaints ci delay in the delivery of freight for some 
time. 


Mr. B. F. Looney, who, we suppose, is a member of the Texas 
legislature, writing to the Dalias News, in defense of the re- 
cent action of the legislature in passing the law to compel the 
new owners ci the International & Great Northern to agree to 
settle damage claims pending against the company to the amount 
of over $2,000,000, says that ‘Mr. Freeman, the receiver, ex- 
pended for betterments and paid interest to eastern bondholders 
out of the current earnings of this road $3,500,000, instead of 
paying the claims of Texas creditors for current expenses that 
acctued for a year and over preceding the receivership, aggre- 
gating $2,250,000, thus diverting from its proper channel the cur- 
rent earnings of said company and violating the rule of equity 
announced by Chief Justice Waite in Burnham y. Bowen (11 








588 


U. S. 783).”. Mr. Looney further explains, in answer to a 
charge that the bill was purposely framed so as not to aid 
George Gould in collecting a claim of $5,000,000 which he holds 
against the road, that this claim is for money advanced over 
five years ago in connection with the extension of the road to 
Fort Worth. Not being a liability for current expenses inci- 
dent to the operation of the road, it does not come within the 
rule which has been laid down by the courts of equity for the 
settlement of the status of claims against railways which are 
not in liquidation. 


The Pennsylvania Railroad's premiums to trackmen, for 1910, 
six in number, were distributed last week at Harrisburg at the 
close of the first day of the general manager’s 38th annual track 
inspection, on which the general manager was accompanied by 
his entire staff of officers, including some 350 men in the operat- 
ing department. The special main line committee this year con- 
sisted of Joseph T. Richards, L. R. Zollinger, H. A. Jaggard, 
J. B. Baker and E. B. John. Their awards were as follows: 
First premium, $1,200 (of which $800 goes to the supervisor 
and $400 to the assistant supervisor) for the best line and 
surface between Jersey City and Pittsburgh and Philadelphia 
and Washington, was awarded to Supervisor George Goldie, 
Jr., and Assistant Supervisor R. R. Nace, who have charge of 
the track from 62d street. West Philadelphia, to Wilmington. 
The four premiums of $800 each ($600 to the supervisor and 
$200 to the assistant for the best line and surface on a main 
line superintendent’s division) were awarded as follows: W. 
F. Rench and S. L. Church, West Philadelphia to Tullytown; 
G. R. Sinnickson and H. A. Gass, West Philadelphia, to Coates- 
ville; J. A. Burchenal and E. C. Silvius, Durward to Long- 
fellow, Pa.; F. L. Pitcher and W. W. Hubley, New Florence 
to George, on the Pittsburgh division. The improvement pre- 
mium of $1,000 ($700 to the supervisor and $300 to the assist- 
ant) for the greatest improvement in line and surface was 
awarded to H. E. Waters and Frederick Evans, Baltimore to 
Springfield, Md. 


President Ripley on 10 Years’ Increase in Railway Capitali- 
zation and Investment. 


President Ripley, of the Santa Fe, has given out an interesting 
statement in reply to an assertion of United States Senator Cum- 
mins, of Iowa, that the railways of the United States increased 
their capitalization $3,500,000,000 in 10 years without making any 
equivalent increase in the investment in their properties. 

“The implication, of course, is,” says Mr. Ripley, “that it was 
a voluntary increase in capitalization with no consideration what- 
ever. While I have not been able to identify the particular 10 
years the senator had in mind, it undoubtedly is true that be- 
tween 1898 and 1908 the railroads of the country added more 
than $3,500,000,000 to their capitalization, and it is as surely 
untrue that this was done without the investment of independent 
capital. 

“In the 10 years, 1898 to 1908, the nominal capital of the rail- 
ways increased from $10,818,554,031 to $16,767,544,031 or $5,948,- 
990,796. Of this increase no less than $3,964,046,794 was in 
funded debt, and only $1,984,944,002 was in stock. Of these 
increases at least $1,630,000,000 stock and $782,000,000 funded 
debt is in the treasuries of the railways, leaving an approximate 
increase of $3,182,000,000 funded debt and $355,000,000 stock, a 
total of $3,537,000,000 in the hands of the public. 

“This is in substantial agreement with the reports of the Inter- 
state Commerce Commission, which show that $12,833,591,510 
was the net capitalization of the railways in 1908, against $9,297,- 
168,000 in 1898, an increase of $3,536,423,000 in 10 years. The 
significant feature of this increase is that 90 per cent. was in 
funded debt, in other words, borrowed money, which is inde- 
pendent capital. 

“Now, what have the railways added to their property during 
these 10 years to balance this invested capital? To begin with, 
they have added 45,124 miles of line and 88,312 miles of all 
track to their fixed irrecoverable investment. Senator Cummins 
has put a value of $20,000,000,000, or over $60,000 per mile of 
track, on all railway property. Its net capitalization is over 
$38,000 per mile of track. Deducting $8,000 per mile to cover the 


cost of equipment, etc., and multiplying 88,312 miles of track by 
$30,000, accounts for $2,649,360,000 of this independent capital 
invested. 
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“The railways had 21,464 more locomotives in 1908 than in 
1898, costing on an average over $20,000 apiece and so repre- 
senting a capital investment of over $429,280,000 in 10 years. 
But this takes no account of the average increase of 20 tons in 
the 36,234 locomotives of 1898. As each ton would cost at least 
$200, the 36,234 locomotives representing those of 1898 now rep- 
resent an added investment of approximately $145,000,000. 

“The number of passenger cars has increased from 33,595 in 
1898 to 45,292 in 1908. The increase of 11,597 at $8,000 per 
car, represents an added investment of $92,776,000 in 10 years. 

“Between 1898 and 1908 the number of freight cars increased 
from 1,248,826 to 2,100,784, or 851,958, representing at the reason- 
able average of $1,000 an additional investment of $851,958,000. 
Moreover, so great has been the advance in the capacity of cars 
that it has added an average of 10 tons to the cars of 1898, and 
$30 per ton is a conservative estimate of the value of this in- 
crease, representing an added investment of $374,647,000 in this 
incidental line alone. 

“Between 1898 and 1908 there has been an increase of 54,528 
in the number of cars in company service, such as cars for work 
trains, etc., representing at $500 apiece, an added investment of 
$27,264,000. 

“Reballasting, rebridging and realigning 245,333 miles of track 
of 1898 at $500 per mile represent $122,666,000 of added invest- 
ment. 

“Besides these definite expenditures, track elevation and the 
elimination of grade crossings have cost at least $200,000,000 
added capital expenditure; new stations $200,000,000, and addi- 
tion to terminal property $200,000,000, to say nothing of the 
millions expended in replacing 50 to 70 pound rails on 245,333 
miles of track with 75 to 100 pound rails. 

“Independent capital provided for $3,537,000 of this addition 
to railway property and the balance of $1,625,000,000 was in- 
cluded in operating expenses, or came out of surplus earnings, 
which under the British system would have been divided among 
the stockholders.” 


A Railway’s Gift to the Farmers, 


On January 1 the Duluth & Iron Range will voluntarily mail 
to the treasurer of St. Louis county a check for the taxes on 
457,426 acres of land and all the timber on it, ignoring the 
fact that both lands and timber are exempt from taxation under 
the gross earnings law. 

The act will be the result of an agreement between County 
Auditor Halden and the officers of the road, which has been 
under consideration for fully a year past, and it will be one of 
the most public-spirited and generous steps ever taken by a 
corporation. As a result of the agreement, the road voluntarily 
places on the tax rolls of St. Louis county nearly 500,000 acres 
of land and millions of feet of timber on which, under the law, 
no effort could or would be made to collect taxes. 

The gross earnings law of Minnesota provides that railways 
shall pay a tax of 4 per cent. of their gross earnings to the 
state treasury and that this sum shall be in lieu of all other 
taxes and assessments. 


Some years ago an attempt was made to tax lands held by 
railways under grants from the federal and state governments, 
under what was known as the Anderson law. Prior to the or- 
ganization of the steel corporation the railways carried that law 
to the supreme court of the United States, where it was held 
that the gross earnings tax was in lieu of all other taxation, that 
it covered lands held under federal and state grants, and there- 
fore no other taxes could be assessed against any such property. 

Submission to taxation is therefore purely voluntary, and a 
recognition of the fact that unless its lands pay their share of 
the cost of development, while they are awaiting settlement, 
they are an impediment to such development. Railway property 
is exempt even from street assessments. Repeated efforts have 
been made to have gross earnings taxes apportioned to the dis- 
tricts from which it is collected, but without avail, and Duluth, 
probably more than any other city in the state, feels the effect 
of this law. With at least $3,000,000 worth of railway property 
in the city limits, the problem has many times been a most press- 
ing one. 

At times efforts have been made to have the railways agree 
to pay local assessments, and Duluth secured such an agreement 
from the Wisconsin Central before it was granted a franchise to 
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enter the city. But such agreements have been signed under a 
club, as it were. 

The concession is the more remarkable, owing to the class of 
people it will benefit. It will not be the big shippers, nor will 
it be the wealthy or influential citizens of Duluth, but the poor 
settler who is working to get the wild but productive land of 
northern Minnesota under a plow; the man to whom ready money 
is a rare sight and to whom taxes are an unusual terror; the 
pockets of the pioneers in the great north country. 

The credit for securing this action lies between County Auditor 
Halden and the officers of the United States Steel Corporation. 
* %* * Tn the town of Lavelle, last year’s tax rate was $9.90 
per $1,000. With the Tron Range lands added to the tax rolls 
to share the burden this tax rate would be reduced to $5.84 per 
$1,000. In the town of Cotton, last year’s rate of $12 per $1,000 
weuld be cut to $8.22 per $1,000. Other cases show similar bene- 
fits—Duluth Herald, 





Wrecks in Kansas and Indiana. 


In a wreck due to a washout on the Chicago, Rock Island & 
Pacific at Clayton, Kan., on the morning of September 23, 16 
persons, the majority of them passengers, were killed and 13 
injured. The locomotive and the mail car of the train ran, 
without warning, into a flood 20 feet deep, which had been 
formed by a cloudburst. A fill 1,000 feet long had been badly 
washed. Parts of the wreck, in which were some of the passen- 
gers, were carried off some distance by the raging stream, and 
the passengers were drowned. The conductor, the engineman, 
the fireman and one brakeman were among the killed. 

Near Tipton, Ind., last Saturday a butting collision of electric 
cars on the Indiana Union Traction line killed three passengers 
and a motorman and injured a half dozen other passengers. The 
passenger car, northbound, carried 30 or 40 passengers, but the 
southbound car was a freight. Every passenger in the smoking 
compartment of the passenger car was killed. The southbound 
car had run past the proper meeting place. 

This collision occurred almost exactly three days after the 
similar disaster near Bluffton, about 50 miles away, where 40 per- 
sons were killed. 


Rapid Transit in New York. 


The New York State Public Service Commission, First dis- 
trict, is to give hearings this week on a proposal to open for 
traffic the Steinway tunnel, otherwise known as the Belmont tun- 
nel, under the East river from 42d street, Manhattan, to Long 
Island, and it is said that the Interborough Rapid Transit Com- 
pany, which controls the ownership of the tunnel, is now ready 
to turn it over to the city, provided it can have a satisfactory 
contract for cperating it, and provided, also, that the city will 
«llow it (the Interborough) to build an additional main track 
throughout the length of the Second avenue and Third avenue 
elevated railways in Manhattan, thus making those lines three- 
track. The proposals also include tentative plans for the foliow- 
ing routes: 

Two-track elevated route from the 143d street station of the 
Third avenue elevated throughout private property—Willis ave- 
nue and Bergen avenue to a connection with the Westchester 
avenue line of the rapid transit railroad now operated by the 
Interborough. 

Three-track elevated route from Third avenue and Pelham 
avenue through Pelham avenue to Webster avenue, along Web- 
ster avenue to Gun Hill road, through Gun Hill road to White 
Plains road. 

Two-track elevated route from Eighth avenue and 149th street 
hrough McComb’s Dam lane to Central avenue bridge, over 

entral avenue bridge and its approach to 162d street, through 
102d street to River avenue. 

An elevated route through Second avenue and d9th street to 
Queensboro bridge. 

The city has hitherto opposed the construction of additionai 
elevated tracks but now it is reported that the Public Service 
Commission looks upon the proposal with favor. Mr. Wilcox, 
chairman of the commission, says that the Interborough pro- 
poses a fair exchange. “If there were no elevated lines in the 


city,” said he, “Il do not think 1 would be in favor of building 
Here we already have our 
It would 


one. But that is not the question. 
clevated lines, and our traffic conditions are deplorable. 
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be better to make these elevated lines as efficient as possible, as 
long as they are in existence. The third track proposed by the 
Interborough would, 1 am told, increase the carrying capacity 
of the lines 30 per cent. In the Bronx, the result, so far as 
darkening the streets is concerned, will be the same, whether 
we extend our subways or our elevated roads, for our subways 
are elevated in the Bronx. Something must be done to better 
transportation facilities in New York, and the addition of a 
third track on the eelvated roads will undoubtedly do much to 
solve the probiem.” 

Mr. Hedley, general manager of the Interborough, says that 
the construction of a connecting link between the Steinway tun- 
nel and the present subway at 42d street and Vanderbilt ave- 
nue would cost $1,500,000. The Steinway tube, he says, has cost 
the Interborough $9,000,000. It was finished over two years ago 
and has remained unused because of disagreement about the 
franchise. 


World’s Coal Production and Consumption. 
The production of coal in the five principal coal-producing 


countries of the world in 1908 and 1909 was as follows: 

lm Tons.*——— 
1908. 1909. 

261,529,000 263,774,000 





Ustted Rimage .icsccc ccs cavcee 


ES rrr er irr cr 145,298,000 146,507,000 
Pc eae daa aca s eh acweeeclers'e 36,044,000 736,654,000 
oS eee ere ero 23,179,000 723,182,000 


United States of America.t...... 371,288,000 +390,336,000 





*Tons of 2,240 lbs.  fProvisional figures. tIncluding lignite. 


In Germany and in France the production of coal increased 
throughout the period covered by this table, and was in 1909 
greater than in any previous year. In the United Kingdom, 
Belgium and the United States the production in 1909 though 
greater than in 1908 fell short of that of the year 1907. The 
excess of the output of 1909 over that of 1908 was, in all cases, 
with the exception of the United States, small. The aggregate 
output in 1909 of the five countries named was 860,000,000 tons, 
or an increase of 23,000,000 tons on the output of 1908, but less 
by 36,000,000 tons that of 1907. Of the remaining countries in- 
ciuded in the tables, Russia alone has a production exceeding 
20,000,000 tons. 

The total known coal production of the world (exclusive of 
brown coal or lignite) in 1908 was about 950 million tons, of 
which the United Kingdom produced more than one-fourth. 

The consumption of coal in some of the chief consuming coun- 
tries is shown in the following statement: 

-—————- Tons. 
1908. 1909. 


360,935,000  *379,059,000 
176,228,000 177,745,000 


ee reererr ee Te er 129,845,000 129,738,000 
POM ce eg age wig pee salseraiaiaa 52,995,000 *54,327,000 
INT cles ch ara areca ai ae alan a iaraed aentd *28,808,000 Not yet 

PUMP ATA OLY © oo. i 6.6. 00:6 600 0 25,028,000 available 
RUM Sirol divin saneoenwawesie care 22,515,000 *22,455,000 





*Provisional figures, 


The consumption of coal per head of population in the coun- 
tries included in the preceding table is shown in the following 
statement, which applies to 1908: 

United Kingdom, 3.96 tons; United States, 4.14 tons; Belgium, 
3.11 tons; Germany, 2.05 tons; France, 1.35 tons; Austria-Hun- 
gary, 0.51 tons; Kussia, 0.19 tons (provisional figure).—Journal 
of Commerce. 





To Guard Against Loose Wheels. 


The derailment of a passenger train at Stoat’s Nest, Engiand, 
on the London, Brighton & South Coast, January 29, which 
killed five passengers in the train and two persons standing 
on the platform, was reported in the Railway Age Gazette of 
February 4, 1910, page 267. The Board of Trade report, signed 
by Lieut. Col. von Donop, which has just come to hand, says 
that the cause of the derailment was a loose wheel. The evi- 
dence that this was the cause seems quite conclusive. The train 
was running about 45 miles an hour. Col. von Donop finds 
in the board’s records only two previous cases of this kind; 
one in 1895 and one in 1898, both on the Great Western. In 
the earlier case, the axle had been turned a trifle too small, 
and in the other one the wheel was not sufficiently tight. After 
those accidents, the Great Western adopted the practice of 
making a back test pressure of 50 tons on all wheels passing 
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through the shops, and since that action has had only one case 
of a wheel shifting on its axle. In that case the cause was a 
hot box. Also, since 1898 the Great Western has used an ap- 
paratus which automatically marks on a tape the pressure re- 
quired during the whole operation of pressing a:wheel over 
its seat. Similar precautions are now being taken by the 
srighton road. All the wheels of its main line trains have been 
especially gaged. As far as Col. von Donop can learn, no other 
railway in England makes these careful tests, and, therefore, 
he calls the attention of all of them to the action of these two 
companies. 


Economy in Transportation. 


America’s pre-eminence in all of the arts which annihilate 
time and space, and which thus add to the wealth of the world 
and the happiness of mankind, is pretty well known already; 
but every now and then the facility with which we make use 
of our varied resources is illustrated in new ways, and our self- 
congratulations must be repeated. The latest instance is the 
following from the Telegraph and Telephone Age: 

“Probably the smallest sum of money ever sent by telegraph 
was forwarded recently by a New York stock broker to Seattle. 
Having been advised by. the postmaster that there was an un- 
stamped letter addressed to him in the Seattle office, he imme- 
diately sent by wire the two cents necessary to have the letter 
forwarded. The letter when received was found to contain a 
good order, together with a check, so he was well repaid for 
the extra expense involved in getting the letter.” 


The Railway Appliances Association. 
John N. Reynolds, secretary and treasurer, 303 Dearborn street, 


Chicago, in the course of his preparation for the exhibition of, 


railway appliances used in the construction and maintenance of 
steam and electric railways to be held at the Coliseum, March 20 
to 25, inclusive, 1911, is mailing space application blanks to pros- 
pective exhibitors. This exhibition is to be held in connection 
with the annual meeting of the American Railway Engineering 
& Maintenance of Way Association. 

The circular contains general information useful to exhibitors 
in making application for floor space, etc. The price of space 
will be 40 cents per sq. ft. on the main floor and 25 cents per 
sq. ft. on the balcony. This balcony is an addition to the space 
previously available. The membership fee will be $25 for each 
firm, which fee will include three badges. 

Application for space, to be considered in the first allotment, 
must be filed in the office of the secretary not later than Novem- 
ber 1; ‘and those applications filed after that date will not be 
considered until all previous applicants have been served. The 
first allotment of space will be to those who exhibited at both 
previous exhibitions held at the Coliseum. 

The exhibition will be opened to the public on Monday, March 
20, at 1 p.m. and each and every day thereafter at 8 a.m. and 
will close every evening at 10 p.m. 


Railway Employees’ Meeting in New York City. 


A meeting of members of the four principal railway brother- 
hoods, the enginemen, firemen, conductors and brakemen, which 
was held in New York City on Sunday last, was attended by 
about 3,000 members, who, according to the resolutions adopted, 
were from the Erie, Lackawanna, Long Island, Reading, New 
tersey Central, Lehigh Valley, Central New England, Central 
Vermont, New York, New Haven & Hartford, New York, On- 
tario & Western, Pennsylvania Railroad, Boston & Maine, Bos- 
ton & Albany, Delaware & Hudson, New York Central, Buf- 
falo & Susquehanna “and all other railway lines in the eastern 
territory.” 

Declaring that the organizations propose to continue to insist 
ou higher wages, more favorable working conditions, shorter 
hours and adequate compensation for members injured or killed 
and also declaring that “the 2,000,000 voters directly dependent 
on the railway interests of this country for a livelihood ask for 
nothing short of a square deal,” the meeting adopted resolu- 
tions as foliows: 

ResoLvep, That we exert our collective and individual efforts against those 
who are selfishly or otherwise antagonistic to the interests from which we 
derive our livelihoods. 

We, as employees, fully realize that as a practical proposition—theories 
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laid aside—the earnings of railways must be sufficient to pay all charges 
and expenses with a substantial and assured margin of profit in order that 
the conditions may continue to improve; that the safety and convenience of 
the public may be conserved and protected, and that necessary extensions 
may be made to keep pace with the growth of our common country. We 
further recognize that our welfare, as employees of the railways of the 
United States, is dependent upon the prosperity of the employing company, 
and that the investor has the right to protection and consideration as well 
as the employee . 

REsoLvep, That we earnestly request the Interstate Commerce Commission 
to consider the proposed increases in the transportation rates of our em- 
ployers in a broad-minded manner, and from the standpoint of their general 
knowledge of railway conditions as they exist; that technicalities and im- 
practical theories may not be allowed to override well known facts; and 
that such disposition may be made of the matter as will foster and encourage 
the efficiency of the service, the welfare of the rank and file, and the main- 
tenance of standards best calculated to enhance the development of the 
properties. 


It is said that the employees of the Pennsylvania Railroad, 
many of whom were present, had had an interview with the 
general manager of that road, Mr. Myers, and that their action 
was in compliance with a request from him. According to a 
Philadelphia paper: 

“Mr. Myers asked the employees whether they would support 
the company’s stand on the freight rate question if they thought 
the management was right. He was assured that the indorse- 
ment would be given. Mr. Myers confers regularly with repre- 
sentatives of the employees, but other conferences have been 
held at which the rank and file have been present. In every in- 
stance the general manager has qualified his suggestion that the 
men indorse the company with these words, ‘If you think we are 
right.’ ” 


Association of Railway Electrical EngIneers. 


The third annual convention of the Association of Railway 
Electrical Engineers was held in Chicago at the La Salle hotel 
September 27-30. Reports were received from the various com- 
mittees appointed to consider the subjects of illuminating stand- 
ards; specifications; train-lighting practice, and accounts and 
reports. J. G. Heninger presented a paper on the illuminometer 
in railway practice; B, A. Stowe a paper on ventilation of 
railway cars, and S. F. Nichols one on electrical operation of 
drawbridges. On Monday evening there was an informal 
dance and reception. On Tuesday there were automobile trips, 
and on Wednesday a matinee party. The banquet was on 
Thursday. 

In connection with the convention, the following firms ex- 
hibited and were represented: 

Adams & Westlake Company, Chicago.—Represented by R. M. Newbold. 

American Pulley Company, Philadelphia, Pa—Axle pulleys and bushings 
for car lighting. Represented by C. E. Brinley. 

Automatic Enunciator Company, Chicago.—Automatic enunciator in opera- 
tion. Represented by H. Kiper, Percy P. Hinckley, Lewis Cole, J. J. Comer. 

Baird Electric Company, Chicago.—Railway train despatching telephone 
system for steam and electric railways in practical operation. Represented 
by E. P. Baird and A. E. Case. 

Benjamin Electric Manufacturing Company, Chicago.—Electric lighting 
specialties and fixtures. Represented by H. E. Watson, Knott. 

Central Electric Company, Chicago.—Okonito wires, cables and cords and 
tapes; Columbia lamps, carbon gem, tautulum and magda; Diehl fans, wall, 
oscillating and exhaust; Diehl fuses, cut-outs and boxes. Represented by 
J. M. Lorenz, Dan Woodhead, G. M. Cox, J. G. Boyd, C. D. Oldham, L. G. 
Martin. 

Commercial 
Horan. 

Consolidated Railway Electric Lighting & Equipment Company, New York. 
—Represented by L. J. Kennedy, T. L. Mount. 

Crouse-Hinds Company, Chicago.—Condulets, knife switches, headlights, 
panel boards and morbitt porcelain. Represented by F. F. Skeel, A. C. 
Dubs Key, George A. Gray, Marian S. Keel. 

Dick, R. & J., Ltd. 

Edison Storage Battery Company, New York.—Storage batteries for car 
lighting. Represented by H. G. Thompson. 

Electric Storage Battery, Philadelphia, Pa.—Storage batteries for car light- 
ing Represented by G. H. Atkins, H. E. Hunt, T. A. Cressey, R. I. Baird, 
J. N. Rosholt, P. G. Downton. 

General Electric Company, Schenectady, N. Y.—Train lighting, incan- 
descent lamps. Represented by E. M. Hawley, Henry Schroeder. 

Gould Storage Battery Company, New York.—Generator regulator, lamp 
regulator, model new pole changer, storage batteries and equipment in opera- 
tion. Represented by G. G. Milne, Bouche, Jepson, George Beyer, W. M. 
Lawlor, G. R. Berger and Charles Krech. 


Acetylene Company, New York.—Represented by H. C. 
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Jandus Electric Company, Cleveland, Ohio.—Railway fans and car venti- 
lating apparatus. Represented by B. A. Stowe, C. W. Beach, W. E. Daniels, 
W. L. Cummisky. 

Kerite Insulated Wire & Cable Company, New York—Samples of Kerite 
insulated wires and cables, also specimens of pure up-river fine dry Para 
rubber. Represented by P. W. Miller and J. R. Renton. 

Luitweiler Pumping Engine Company, Rochester, N. Y.—Models of pump- 
ing engines. Represented by E. V. Williams. 

National Electric Lamp Association, Cleveland, Ohio. 

New York Leather Belting Company, New York.—Represented by J. L. 
Abt, W. H. Glatt. 

Nungesser Electric Storage Battery Company, Cleveland, Ohio.—Dry 
cells, batteries, Acme rapid-fire batteries, carbon brushes and specialties. 
Represented by Warner Jones and H. S. Greene. 

Oneida Steel Pulley Company, Oneida, N. Y.—Sample of steel pulleys for 
car lifting devices, Oneida corrugated split-taper steel bushing. Represented 
by N. G. Stark, and H. B. Gale. 

Pyle-National Electric Headlight Company, Chicago.—Ball-bearing lock, 
electric headlight equipment and Ross special headlight case. Represented 
by J. Will Johnson and John E. Kilke. 

L. N. Pyle—National Electric Lamp Association, Clevefand, Ohio.—Com- 
plete line of Mazda multiple train lighting and street series lamps; mazdium 
drawn wire lamps and tantalums of all types. Represented by C. W. 
Bender, J. L. Heninger, H. J. Raymond and S. J. Banks, 

Safety Car Heating & Lighting Company, New York.—Axle lighting ap- 
paratus and lamps for car illuminations, Represented by A. C. Moore, J. G. 
Van Winkle, George E. Huber and H. H. Halen. 

Tipless Lamp Company, New York.—Tipless car lighting lamps. 
sented by Ray P. Lee, and R. S. Carrick. 

United States Light & Heating Company, New York.—Train lighting ma- 
terial and storage batteries. Represented by W. P. Hawley, L. S. Cunney, 
€. E. Mead and J. E. Sinclair. 

Watson Insulating Wire Company, Chicago.—Represented by W. D. Duns- 
more, R. A. Patterson, B. L. Winchell, Jr. 

Western Electric Company, Chicago.—Train lighting lamps of the mazda, 
tautatum and carbon types; mazda lamps from 16 to 500 watts; Western 
Electric interphone railway shop and office type; Hawthorne magdalier fix- 
tures. Represented by G. H. Porter and George Loundsberry. 

Westinghouse Electric & Manufacturing Company, Pittsburgh, Pa.—Tung- 
sten and metalized car lighting lamps. Represented by B. F. Fisher, Jr.; 
J. M. Schilling and A. N. Brown. 

Willard Storage Battery Company, Cleveland, Ohio.—Willard standard 
train lighting battery. Represented by ‘I. A. Willard, R. Norberg, W. E. 
Ballantine and L. Sears. 


Repre- 


American Railway Bridge and Building Association. 


C, A. Lichty, the secretary of this association, has just issued 
the program for the 20th annual convention to be held at the 
Albany hotel, Denver, Colo., October 18 to 20, inclusive. Com- 
mittees will report on the following subjects: 


“Method of Protection to Embankments Against Currents and of Restor- 
ing Them When Washed Out.” E, L. Loftin, chairman, Queen & Crescent. 

“How to Prevent Iron Pipe Culverts from Pulling Apart in Soft Ground 
and How Best to Repair Them When Pulled Apart.” A. A. Page, chairman, 
Boston & Maine. 

“Concrete in Railway Construction, Kind of Reinforcement and Water- 
proofing when Necessary.” C. W. Richey, chairman, Pennsylvania. 

“Arrangement of Buildings and Platforms, for Small Towns, as to Con- 
venience and Appearance.” CC, H. Fake, chairman, Mississippi River & 
Bonne Terre. 

“Best Method of Determining Proper Dimensions of Openings for Water- 
ways.” W. T. Main, chairman, Chicago & North Western. 

“Best Method of Obtaining Elevation on Curves on Bridges and Trestles.” 
J. P. Snow, chairman, Boston & Maine. 

“Best Method of Nambering Bridges.” 
North Western. 

“The Economy and Practicability of Wire Glass in Roundhouses, Shops 
and Station Buildings.’ E, E. Wilson, chairman, New York Central & 
Hudson River, 

‘The Best Style and Dimensions of Hoops for Water Tanks, From 50,000 
to 100,000 Gallons Capacity.” F. E. Weise, chairman, Chicago, Milwaukee 
& St. Paul. 

“Plans of Fireproof Oil Houses for Storing Large Quantities of Oil at 
Veiucipal Terminal Stations,” G. W. Rear, chairman, Southern Pacific. 


I, F. Stern, chairman, Chicago & 


'esides the regular business and reports, A. D. Parker, vice- 
picsident, Colorado & Southern, will address the convention on 
Tuesday morning, and H. Rittinghouse will present a paper 
cntitled “Regularity and Safety,” at the evening session. On 
Wednesday a side trip will be arranged for the afternoon and 
some form of entertainment for the evening. The afternoon 
of Thursday will be occupied by a side trip on one of the rail- 
ways and in the evening by a banquet, and an all-day trip will 
probably be arranged for Friday. There is at present a mem- 
bership of 408 in this association. 
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MEETINGS AND CONVENTIONS. 


The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Arr Brake AssociaTion.—F. M. Nellis, 53 State St., Boston, Mass. 

AMERICAN ASSOCIATION OF DEMURRAGE OFFiIcEeRS.—rA. G. Thomason, Scran- 
ton, Pa.; next meeting June 22, 1911; Niagara Falls, N. Y. , 

AMERICAN ASSCCIATION OF GENERAL PasseNGER AND Ticket AcEnts.—C. M. 
Burt, Boston, Mass.; next meeting, St. Paul, Minn. F 

American Ass’n oF Locat Freicut AcEnts’ Ass’n.—G. W. Dennison, Penn. 
Co., Toledo, Ohio. 

American Ass’N OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, 
Bldg., Cincinnati, Ohio. 

American Raitway AssocraTion.—W. F. Allen, 24 Park Place, New York; 
semi-annual, Nov. 16; St. Louis. Mo. i 

American Rartway BripcE AND BuitpineG Assocration.—C, A. Lichty, C. & 
N. W., Chicago; Oct. 18-20; Denver, Colo. 

AmeERIcan RatLway ENGINEERING AND Maint. or Way Ass’n.—E. H. Fritch, 
Monadnock Bldg., Chicago; March 21-23, 1911; Chicago. 

AMERICAN Rar_way InpustriaAL AssociaTION.—G. Stewart, St. L. S. W. 

y., St. Louis, Mo.; May 6, 1911; Detroit, Mich. 

AmeErRIcAN Rarttway Master Mecuanics’ Association.—J. W. Taylor, Old 
Colony Building, Chicago. ; 

Am. Rattway Toot ForeMen’s Ass’n.—O. T. Harroun, Bloomington, III. 

Am. Soc. ror Testinc Materiats.—Prof. E. Marburg, Univ. of Penn., Phila. 

Am. Soc. or Civit Encs.—C. W. Hunt, 220 W. 57th St, N. Y.; 1st and 
8d Wed., except July and Aug.; annual, Jan. 18-19, New York. 

Am. Society oF ENGINEERING Contractors.—D,. J. Haner, 13 Park Row, 
New York. 

AMERICAN Society OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
29th St., New York; annual, Dec. 6-9; New York. 

AMERICAN STREET AND INTERURBAN Raitway Ass’n.—H. C. Donecker, 29 
W. 39th St., New York; Oct. 10-14; Atlantic ‘*° 

AssociaTIOn or Am. Ry. AccountinG Orricers.—C. G. Phillips, 143 Dear- 
born St., Chicago; April 26, 1911; New Orleans, La. 

AssocrIaTION OF Rartway Craim AGents.—J. R. McSherry, C. & E. I., Chi- 
cago; May, 1911; Montreal, Can. 

AssociATION OF RartwAy ELectricaAL EnGineers.—G. B. Colegrove, 
I. C. R.R., Chicago; annual, Sept. 27-30; Chicago. 

AssociaTION OF RatiLway TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 185 
Adams St., Chicago; June 19, 1911; Boston. 

Ass. oF Trans. AND Car Acc. Orricers.—G. P. Conard, 24 Park Place, N. 
Y.; Dec. 18-14, Chicago; June_ 20-21, 1911, Cape May City, N. J. 

Canap1an Raitway Crius.—James Powell, Grand Trunk Ry., Montreal, 
Que.; 1st Tues. in month, except June, July and Aug.; Montreal. 

CANADIAN Society oF Civir Encs.—Clement H. McLeod, 413 Dorchester St., 
Montreal, Que.; Thursdays; Montreal; annual, last week January. 

Car Foreman’s Association oF Cuicaco.—Aaron Kline, 841 North 60th 
Court, Chicago; 2d Monday in month; Chicago. 

CenTRAL Raitway Cius.—H. D. Vought, 95 Liberty St., New York; 2d Fri- 
day in January, March, May, Sept. and Nov.; Buffalo. 

ENGINEERS’ Society OF Penn.—E. R. Dasher, Box 704, Harrisburg, Pa. 

ENGINEERS’ Society OF WESTERN PENNSYLVANIA.—E. K. Hiles, 808 Fulton 
Bldg., Pittsburgh; 1st and 3d Tues.; annual, Jan. 17, 1911, Pittsburgh. 

Freicut Craim Assocration.—Warren P. Taylor, Rich., Fred. & Pot. R.R, 
Richmond, Va.; 20th annual, June 21, 1911: St. Paul, Minn. 

GENERAL SUPERINTENDENTS’ Ass’N oF Cuicaco.—H. D. Judson, 209 Adams 
St., Chicago; Wednesday preceding 8d Thursday; Chicago. 

InDIANAPOLIS Ry. AND Mecn’L Cius.—B. S. Downey, C., H. & D., Indian- 
apolis, Ind. 

INTERNATIONAL MASTER BorLeR Makers’ AssociaTION.—Harry D. Vought, 95 
Liberty St., New York; next convention, Omaha, Neb. 

InTERNAT'L Ry. Fuet Ass’N.—D. B. Sebastian, La Salle St. Station, Chicago. 

INTERNATIONAL RaiLway GENERAL ForEMEN’s AssociaTIoN.—L. H. Bryan, 
D. & I. R. Ry., Two Harbors, Minn. 

Int. Ry. Master Biacksmitus’ Ass’n.—A. L. Woodworth, Lima. Ohio. 

INTERNATIONAL RarLway Concress.—Executive Committee, rue de Louvain, 
11 Brussels; 1915, Berlin. 

Iowa Rattway CLus.—W. B. Harrison, Union Station, Des Moines, Ia.; 3d 
Friday in month, except July and August; Des Moines. 

Master Car Buitpers’ Ass’n.—J. W. Taylor, Old Colony Bldg., Chicago. 

Master Car AND Loco. Parnters’ Ass’n or U. S. ann Canapa.—A. P. Dane, 
B. & M., Reading, Mass. 

New Encranp Rairtroap CLus.—G, H. Frazier, 10 Oliver St., Boston, Mass.; 
2d Tuesday in month. ex. June, July, Aug. and Sept.; Boston. 
New York Rartroap Cius.—H. D. Vought, 95 Liberty St., New York; 8d 
Friday in month, except June, July and August; New York. 
Nortu-WeEst Raitway CLus.—T. W. Flanagan, Soo Line, Minn.; 1st Tues. 
after 2d Mon., ex. June, July. August; St. Paul and Minn. 

NortHERN RarLway Cius.—C, L. Kennedy, C., M. & St. P., Duluth; 4th 
Saturday; Duluth, Minn. 

Omauwa Rartway Cius.—A. H. Christiansen, Barker Blk.: Second Wed. 

Rattway Crus or Kansas City.—C. Manlove, 1008 Walnut St., Kansas 
City; 8d Friday in month; Kansas City. 

Raitway Cus oF Pittssurcu.—J. D. Conway, Pittsburgh, Pa., 4th Friday 
in month, except June, July and August; Pittsburgh. 

Raitway Sicnat Assocration.—C. C. Rosenberg, 12 North Linden St., Beth- 
lehem, Pa.; annual, Oct. 11-18; Richmond, Va. 

aes S’KEeEpers’ Ass’n.—J. P. Murphy, Box C. Collinwood, O.; annual, 
May, 1911. 

RicuMonp Rairroap CLus.—F. O. Robinson; 2d Monday; Richmond. 

ROADMASTERS’ AND MAINTENANCE OF Way Ass’'n.—Walter E Emery, P. & P. 
U. Ry., Peoria, Ill.; Oct., 1911; St. Louis. 

Sr. Louis Raitway Cius.—B. W. Frauenthal, Union Station, St. Louis, 
Mo.; 2d Friday in month, except June, July and Aug.; St. Louis. 

Society oF Rattway Financia Orricers.—C. Nyquist, La Salle St. Station, 
Chicago; Oct. 25 and 26: Hotel Chamberlin, Old Point Comfort, Va. 

Soutuern AssociaTION OF Car Service Orricers.—E. W. Sandwich, A. & 

. R. Ry., Montgomery, Ala.; annual, Oct. 20; Atlanta. 

SouTHERN & SOUTHWESTERN Crius.—A. J. Merrill, Prudential Bldg., 
Atlanta; 3d Thurs., Jan., Mar., July, Sept. and Nov.; Atlanta. 
ToLEpo TRANSPORTATION CLuB.—L. G. Macomber, Woolson Spice Co., To- 

ledo; 1st Sat.; annual, May 6, 1911, Toledo. 
TRANSPORTATION CLuB oF BurFFALo.—J. M. Sells, Buffalo; 1st Sat. after 1st 
Wed.; annual, Dec. 18; Buffalo. 

TrarFric CLus or New Yorx.—C. A. Swope, 290 Broadway, New York; last 
Tuesday in month, except June, July and August; New York. 
Train Despatcuers’ Ass’n oF AMERICA.—J. F. Mackie, 7042 Stewart Ave., 

hicago; annual, June 20, 1911; Baltimore. 
TRAVELING ENGINEERS’ Associ1aTI0ON.—-W. O. Thompson, N. Y. C. & H. R., 
East Buffalo. 
Western Canapa Rarttway CLus.—W. H. Rosevear, P. O. Box 1707, Win- 
nipeg; 2d Monday, except June, July and August; Winnipeg. 
WESTERN SOCIETY OF ENGINEERS.—J. H. Warder, Monadnock Bldg., Chicago; 


Carew 


Wednesdays, except July and August; Chicago. 
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Craffic News. 


The Interstate Commerce Commission has revoked its suspen- 
sion, dated September 3, of “tap line” tariffs, which had been 
tiled by the Chicago, Rock Island & Pacific. 


Between Oroville, Cal., and San Francisco, according to a press 
dispatch, freight rates have been reduced 25 per cent.; this as 
a result of the opening of the Western Pacific. 


The Mergan Line steamers have made important advances in 
freight rates on 100 or more commodities from New York City 
to points in Texas. These advances take effect October 1. 


The Providence (R. I.) Board of Trade has held a special 
meeting and protested against the action of the railways in re- 
ducing from 96 hours to 48 hours the free time to be allowed for 
unloading cars. 


The state railroad commissioners of Kansas have filed com- 
plaints with the Interstate Commerce Commission against the 
Missouri Pacific and 38 other roads, alleging unreasonable and 
discriminatory rates om flour shipped from the state of Kansas 
to New Orleans. 


At New Orleans, according to a press dispatch of September 
24, over 400 freight clerks of the New Orleans & Northeastern 
have struck and ieft their work because the railway had refused 
their demand for an increase of pay. Two freight houses had 
to be closed on account of the strike. 


The Transatlantic Steamship Conference reports the following 
steamship passenger business for the year to September 23 in 
comparison with that of last year: 








Since January 1————-—_—___, 
Eastbound——_——_, 





Westbound———,, 
1910. 1909, Incr’se. 1910. 1909. Incr’se. 
iret class ...0.2. 75,051 67,411 7,640 93,369 82,469 10,900 
Second class ..... 182,119 148,146 33,973 92,954 79,067 13,887 
Steerage ......... 821,907 712,207 109,700 230,753 191,624 39,129 


The New York, New Haven & Hartford announces that the 
through night train between New York City and Portland, Me., 
which hitherto has been run only during the summer, will not 
be taken off this autumn. It will leave New York, however, at 
10.40 p.m., 2 hours and 40 minutes later than now. ‘The train 
leaving New York at 5.02 p.m. is to be run through to Spring- 
field, 136 miles, in three hours. This is faster time than is made 
by any other train between New York and Springfield, 


The Southern Pacific has issued a tariff, effective October 16, 
increasing the rates on green lumber from Portland :n! Willa- 
mette valley points to San Francisco bay points from $3.40 and 
$3.65 to $5 tlat. The company sought to make this increase three 
years ago, but was prevented by an order of the Interstate Com- 
merce Commission. The road appealed the case, and it is now 
in' the United States Supreme Court. The commission’s order 
will expire at the time the Southern Pacific proposes to make 
the advance effective. 


The Texas railway commission has given notice that it will 
give a hearing on September 30 regarding the switching rates 
ef the Galveston Wharf Company. This company has given 
notice that after October 1 it will discontinue switching cars 
for $1.75 a car and will expect a division of the through rate 
on the same basis that the Gulf, Colorado & Santa Fe has made 
with the Texas City Terminal Company. The railways claim 
that such a demand on the part of the Galveston Wharf Com- 
pany would be unreasonable. 


The Interstate Commerce Commission has suspended the tariffs 
which have been issued by the railways of New England re- 
ducing, on October 1, the free time to be allowed for unload- 
ing freight cars from 96 hours to 48 hours. From the action 
of the commissioners on demurrage questions in the past, it 
seems reasonable to conclude that they are strongly in favor of 
this reasonable change in the amount of free time; but the con- 
signees have complained—as, of course, they will complain at 
every advance of any kind—so, of course, the commission must 
call upon the roads to present formal statements justifying their 
action. 





Patrons and employees of the Atlanta & West Point recently 
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petitioned the state railway commission of Georgia to allow 
the road to increase its passenger fares from two cents a mile 
to two and a half cents; and this was followed in a short 
time by another petition from other patrons asking the com- 
mission to deny the request which had been made in behalf 
of the road. For assurance and simplicity, the argument of the 
later petitioners seems to surpass anything which has recently 
come to notice. It is declared that the reduction of the fares 
from three cents to two cents increased passenger revenue 25 
per cent., and that if the rates are now put on the basis of 2% 
cents, the total increase in earnings, as compared with the old 
three-cent rate, will be 62 per cent. Furthermore, it is declared 
that the property of the road is worth five times what the stock- 
holders paid for it. 


The Interstate Commerce Commission is to inquire into pro- 
posed advances of grain rates from points in North Dakota 
and South Dakcia to St, Paul and Chicago; hearing to be held 
at Aberdeen, S. Dak., October 10. The tariffs were filed by the 
Chicago & North Western; the Chicago, Milwaukee & St. Paul; 
the Chicago, St. Paul, Minneapolis & Omaha; the Great North- 
ern; the Minneapolis & St. Louis; the Minneapolis, St. Paul & 
Sault Ste. Marie and the Northern Pacific. Advances in. rates 
on flaxseed and flaxseed products from St. Paul, Minneapolis 
and Missouri river transfer points to Duluth and Superior will 
be investigated at St. Paul October 13. At Kansas City, October 
5, a hearing will be had as to the reasonableness of recent ad- 
vances on cement made by the Atchison, Topeka & Santa Fe, the 
Missouri Pacific, the Missouri, Kansas & Texas, the St. Louis 
& San Francisco and the Union Pacific. 


O. B. Colquitt, 2 member of the Texas Railway Commission 
and the Democratic candidate for Governor of Texas, has writ- 
ten a letter to Governor Stubbs, of Kansas, suggesting federal 
legislation to empower groups of states to regulate the traffic 
moving between them. Mr. Colquitt adds: “It may be well 
also to amend the interstate commerce commission act so as to 
provide for a division of the country into contiguous districts, 
composed of states which largely interchange or exchange 
products with each other, and provide for the appointment of 
an interstate commerce commission for each of these districts, 
who could frequently consult with the railway commissions of 
the different states comprising that district, with authority to 
promulgate orders affecting rates for said districts subject to 
revision by the full membership of the Interstate Commerce 
Commission at fixed intervals or on extraordinary occasions at 
called sessions.” 





New Boat Lines on the Mississippi River. 


The Mississippi Valley Transportation Company of St. Louis 
has announced that on November 1 it will begin running packet 
boats between St, Louis and New Orleans, Galveston and other 
Texas points. It is also announced that the rates will be about 
half those now made by the rail lines. Two new type steel packet 
freight boats will be run between St. Louis and New Orleans, 
and a third boat will be run to Galveston. The Dallas News 
says: “The new packets are 550 feet in length, have 60 feet beam, 
with a width over guards of 95 feet. The depth of hold is 14 
feet and with full load of 6,000 tons they, draw only 7% feet 
of water. It is claimed that the boats will carry 3,000 tons on 
445 feet draft. On the St. Louis-New Orleans run it is intended 
to make the round trip in ten days. 

“The boats cost about $300,000 each. The proposed rates are 
as follows (with comparison with rail rates) : 


1 2 3 4 5 a b c d 
Wie? COIS 6556 casen ens 55 50 45 42 40 41 388 35 380 
es CME cwcenasablcwaess 147 129 112 102 80 85 75 62 50 





Car Surpluses and Shortages. 


Arthur Hale, chairman of the committee on relations between 
railways of the American Railway Association, in presenting 
statistical bulletin No. 79, giving a summary of car shortages 
and surpluses by groups from April 20, 1909, to September 14, 
1910, says: 

“The surplus reported totals 54,890 cars, a decrease of 5,132. 
The shortage totals 7,814, a decrease of 1,479. There were de- 
creases in the surplus in all territories, excepting group 2 (East- 
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ern), where an increase in coal and gondola cars offset the de- shortage is chiefly in group 4 (North Atlantic), where the box 
crease in box, group 5 (Southern), which also reports an in- and coal car shortage that developed within the past four weeks 
crease in coal and gondola, and group 8 (Middle Western), has been considerably reduced.” 

where both box and coal increased. The accompanying table gives the surpluses and shortages by 








Car SURPLUSES AND SHORTAGES. 











c— -Surpluses- ——— ——--—-—-- ——_-—_—————_-_—Shortages-_ ——_-“__ 
Coal, Coal, 

Date. No. of gondola Other gondola Other 
roads. Box. Flat. and hopper. kinds. Total. 30x. Flat. and hopper. kinds. Total. 
Group *1.—September 14, 1910........... 8 6 485 200 159 850 120 96 505 0 721 
— 146. BOND cia vitwesns 21 1,363 112 5,201 7,186 13,862 165 2 47 83 297 
= 3.— - PA FORO wis 55.020 eare als 22 3,860 155 355 2,375 6,745 75 216 127 36 454 
4 4— - TRS 0 are ee 16 268 4 257 470 999 336 370 1,450 250 2,406 
r 5.— *? pe | eee ie 17 759 104 569 775 2,207 427 109 223 0 759 
‘i 6.— a CE Aa | | eae ar 19 6,726 680 1,660 2,453 11,519 1 5 5 3 14 
bi 7— TA BOs oe is keke 3 81 17 0 179 277 24 0 22 157 203 
. fone = ee A a ea cos 13 1,699 145 2.454 1,946 6,244 0 10 6 4 20 
- 9-— = Dh, DONO 6 kiawew sean 9 441 389 227 717 1,774 192 5 43 0 240 
- 10.— a pS || Sage 18 1,064 526 2,109 4,080 7,779 1,424 105 ~ 46 255 1,830 
“ -11.— - DG: TORR ik ca dees’ A 1,519 237 15 863 2,634 604 175 0 91 870 
MMAR eas sd ona BNW The ERO ORS COTES 145 17,786 2,854 13,047 21,203 54,890 3,368 1,093 2,474 879 7,814 





*Group 1 is composed of New England lines; Group 2—New York, New Jersey, Delaware, Maryland, and Eastern Pennsylvania lines; Group 3—Ohio, 
Indiana, Michigan and Western Pennsylvania lines; Group 4—West Virginia, Virginia, North and South Carolina lines; Group 5—Kentucky, ‘lennessee, 
Mississippi, Alabama, Georgia, and Florida lines; Group 6—lIowa, Illinois, Wisconsin, Minnesota and the Dakotas lines; Group 7—Montana, Wyoming and 
Nebraska lines; Group 8—Kansas, Colorado, Missouri, Arkansas and Oklahoma lines; Group 9—Texas, Louisiana and New Mexico lines; Group 10—Ore- 
gon, Idaho, California and Arizona lines; Group 11—Canadian lines. 








“In groups 3 (Central) and 6 (Northwestern) there are mate- groups for the latest period covered by the report, and the charts 
rial decreases in the coal car surplus, probably due in part to the show total surpluses and shortages weekly in 1907, 1908, 1909 
resumption of mining in the Illinois field. The decrease in and 1910. 
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Hearing in Western Rate Cases. 


Commissioners Prouty, Clark and Lane continued to take tes- 
timony at Chicago last week in the cases involving advances in 
freight rates in the west. W. A. Gardner, vice-president of the 
Chicago & North Western, testified for that road. He stated 
frankly that the North Western is prosperous and that there 
is no danger that it will be bankrupt right away if it is not al- 
lowed to make the advances under consideration. He said, how- 
ever, that it has reached the limit of reductions in operating 
expenses by grade revision and similar economies, and requires 
an advance in its rates to maintain a proper surplus and keep 
up its credit. In order to maintain its credit it must have a 
certain amount above its immediate needs for wages and the 
purchase of materials. “The exercise of the right of eminent 
domain,” he said, “while it may give the power to regulate rail- 
ways, does not render the North Western immune from the 
ordinary commercial rules when we undertake to borrow money, 
and if we are not aliowed to earn a surplus we will become 
embarrassed and will cease to be the aggressive force in the com- 
munities we serve that we have been.” 

He was asked what would happen if the so-called weaker 
roads were permitted to earn revenues that would enable them 
to become as strong financially and physically as the North West- 
ern. He replied that the effect would be that the North Western 
would put the additional surplus back into its property and give 
the public the benefit of much better service. Asked if he thought 
that when the surplus is put back into the property the people 
should be expected to pay freight rates on the increased value 
due to this, he replied that if the value of the property be an 
element in rate-making, then the surplus will find expression in 
the valuation of the property. 

“But it has not been the policy of the North Western and 
never will be to issue any bonds or stocks against its surplus. 
It has put almost $30,000,000 of its surplus into the property 
during the last 10 years and never capitalized a dollar of it, and 
it is due to this fact and to the fact that it is still able to earn 
a surplus that it can borrow money at 4 per cent.” 

Commissioner Clark said to. Mr. Gardner: “Suppose your 
property was inventoried at $125,000 a mile and that alongside 
the North Western was another road that would be appraised 
at $65,000 a mile. Could the rates be made on the value of 
the properties?” Mr. Gardner replied: “I think that is a conun- 
drum that we are all seeking to answer, and | am glad that J 
do not have to do it. In such a case as you suggest, we could 
not get any higher or lower rates than the other road, and I 
admit that justice in rate-making to some lesser line might ex- 
travagantly increase our revenue, if you please, but I do not 
possess the wisdom to know how that problem should be solved.” 

He said he did not think that a road should be allowed to 
earn an extravagant surplus, or one that would cncourage ex- 
travagant administration, but it should have a large enough one 
to protect it against loss due to a decline of traffic due to a 
failure of crops or other causes. “The surplus, Mr. Gardner 
continued, “belongs to the stockholders. Now, it is beyond any 
man, I think, to say how much of that surplus is due to extra- 
ordinary remunerative rates and how much of it is due to ex- 
traordinary zealous administration. Both elements enter into the 
creation of the surplus. 

“We might have had a million and a half last year more than 
we did have, and who would be the wiser? I do not suppose 
you would have accused us of maladministration or an effort 
to throw the company’s money away, so that the surplus does 
not in every instance express a higher rate. It expresses a re- 
munerative rate as well as an efficient administration. If the 
position were swept away that efficient administration produces 
a surplus as well as high rates, there would be no incentive for 
efficient administration, because humanity on a railway is pretty 
near the same that it is in a iawyer’s office, or anywhere else, | 
fancy.” 

Mr. Gardner, like preceding witnesses, gave detailed figures 
showing the causes of increases in the expenses of the railways. 
He showed that the increases in wages for different classes of 
employees had been from 10 to 40 per cent. prior to January 1, 
1910, and since then had amounted on the North Western to 
$571,900 a year. He stated that the locomotive engineers have 
already presented demands for an increase of $800,000 a year 
and that he understood an increase for the trainmen is also to 
be asked for. He said that he had made no appraisal of the 
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North Western's property, but that in his judgment its repro- 
duction would cost well over $50,000 a mile, which exceeds its 
capitalization. Asked regarding increases in the cost of main- 
tenance, he said it is the policy of the North Western constantly 
to improve the condition of its property and that the increase of 
$2,352,072 in expenditures for maintenance of way and structures 
was due to the fact that last year there was a phenomenal out- 
look for business and the road made phenomenal preparation to 
meet it. 

He was asked how the commission was to know that the road 
would not go on increasing the amount of the improvements 
which it regarded as maintenance. He replied: “The physical 
condition of a railway is like a case of typhoid fever. It never 
stands still, but gets better or worse. If prospective business 
demands great expenditures for up-keep we should make them.” 

Inquiries regarding the North Western’s method of keeping 
its accounts brought the reply that they were kept in strict ac- 
cordance with the spirit and the letter of the rules of the Inter- 
state Commerce Commission, and that if there was any criticism 
of its methods it should be made to the commission. 

William Ellis, commerce counsel for the St. Paul, after filing 
a large number of statistical exhibits, was cross-examined by 
attorneys for the shippers. Mr. Ellis brought out prominently 
the point that while the railway business is regarded as one of 
increasing returns, whether it is one or not depends on whether 
the unit costs for carrying it on increase. If unit costs did not 
increase returns would increase as traffic did, but, as a matter 
of fact, unit costs have been increasing, with the result that the 
lines of expense and earnings tend to converge. He said in 
order to put the St. Paul on a sound basis its earnings should 
be increased $1,500,000 a year. 

I. G. Scott, auditor, and W. G. Bierd, general manager, of the 
Minneapolis & St. Louis and the lowa Central, testified for these 
roads. Their testimony showed that while the net revenue of 
the Minneapolis & St. Louis increased from $1,219,000 to $1,372,- 
000 in 1910, its surplus decreased from $296,598 to $22,062, in 
spite of the fact that its dividend had been reduced from 5 to 
2% per cent. It was shown that the Iowa Central had not paid 
dividends in 15 years. 

S. B. Schuyler, general auditor of the Missouri Pacific, intro- 
duced a large amount of statistical evidence for this road. He 
showed that its average cost per mile has been $35,418 and that 
the net return on the investment decreased from 2.89 per cent. 
in 1900 to 2.49 per cent. in 1910. He stated that the proposed 
increases in rates would increase the earnings of his road only 
$94,863 per year. C. J. McPherson, assistant to the general man- 
ager of the Missouri Pacific, gave detailed statistics showing 
increases in the expenses of the road. A table which he filed 
showed that since 1900 the gross operating revenues of the Mis- 
souri Pacific have increased from 60.4 per cent., while wages 
have increased 101.8 per cent., other expenses 38.2 per cent., and 
total operating expenses 73.8 per cent. In 1900 the percentage 
of wages tc total expenses was 56 per cent. and in 1900 it was 
65 per cent. 

E. B. Boyd, assistant to the vice-president of the Missouri 
Pacific, while on the witness stand, and J. C. Jeffery, commerce 
counsel for that road, told the commission they did not regard 
the advances in rates that had been made by the Western roads 
as the only ones they were entitled to make, and that it was the 
policy of the Missouri Pacific to make all of the advances that 
may be necessary in order to enable it to earn a proper return. 
Mr. Jeffery called attention to the fact that the Missouri Pacific 
is not paying dividends, and said that it feels that it ought to be 
«ble to earn both a reasonable dividend and a surplus. 

Mr. Boyd told in detail of the various improvements in serv- 
ice that had been made by his line and others which tended to in- 
crease their operating expenses. He contended that the railways 

ould be able to earn enough not only to maintain their operat- 

g and other charges but in addition enough to yield a return 
on the investment equal to the average return earned by other busi- 
nesses in the territories through which they run. He declared 
that 20 per cent. would not be. an unreasonable amount for a rail- 
way to earn if its rates were not extortionate per se. He con- 
tended that rates which do not put an undue burden on com- 
merce are not excessive even if by charging them a railway earns 
a very large return. 

After the completion of the testimony for the Missouri Pacific 
he Burlington opened its case. Before putting any witness on 
he stand Chester M. Dawes, its general counsel, made a state- 
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ment of the position it intended to take. He said that the net 
earnings of the Burlington for 1910 exceeded those for 1909, but 
that its operating ratio increased. 

“The Burlington,” Mr. Dawes continued, “will claim, on the 
basis of decisions of the supreme court of the United States, 
which we insist are a guide to every administrative body and 
subordinate court, that it is entitled to a fair return on the value 
of its property, that is, the cost of reproducing it however that 
value may have been created, whether out of earnings, from the 
receipts of securities, or from the natural increment in the value 
of the property. The governmental policy is to include all of 
these elements in determining the taxes which a railway must 
pay for the support of the government, and we insist, therefore, 
that we must be given the benefit of that value when the ques- 
tion of what rates may be charged is under determination. The 
Burlington believes that the only limit upon its right to a fair 
return upon the value of its property is that the rate which is 
used to produce that return shall at all times be just and reason- 
able and impose no undue burden upon the shipper. If counsel 
for the shippers assert the contrary and say that in rate making 
there should be an additional limit, it rests with them to over- 
turn that legal proposition in the highest tribunal in the land. 
The casual opinions of traffic men and operating men as to 
whether or not we should be allowed to have the benefit of the 
increment of our value, or should be allowed to increase the 
value of our property out of earnings, is absolutely of no im- 
portance whatever. It is a question of law in which the burden 
to overcome the views I have contended for is on counsel for 
the shippers.” 

Commissioner Clark asked Mr. Dawes whether, in his opin- 
ion, as between several railways doing a competitive business, if 
the commission or courts should fix rates on which the railways 
having the largest investment could earn a reasonable return 
they would do full justice to all of the railways. Mr. Dawes 
replied that the question of what the rate on several competing 
roads should be was a practical question, and that he had been 
stating merely the Burlington’s legal position. 

C. I. Sturgis, general auditor of the Burlington, stated that 
its surplus for 1910 was $1,113,000, but the estimated amount of 
the advance in wages aiready made and to come would be $2,714,- 
000. These advances in wages would, therefore, on present rates, 
wipe out the surplus and create a deficit of over $1,600,000. He 
said that if the road's budget should be increased the way it 
ought to be in 1911 it, in connection with the wage advances, 
would wipe out the surplus for 1910 and create a deficit of 
$8,085,048. Mr. Sturgis showed that 93.5 per cent. of the in- 
crease in gross earnings in 1910 was used up in increased operat- 
ing expenses. He stated that the book cost of the road, less 
sinking fund, is $432,076,500. Its total capitalization is $320,- 
695,100. The amount of gross corporate income available for 
sinking funds, betterments, improvements, interest and dividends 
in 1910 was $22,481,636. Deducting from this the sinking fund 
and betterment items leaves a net income applicable to interest 
and dividends of $18,485,755. This was 5.76 per cent. on the 
road’s capitalization and 4.28 per cent. on its cost. The value 
of the property was estimated at $450,000,000. The net return 
on this was 4.11 per cent. If the amount expended for better- 
ments and charged to income were added to the amount avail- 
able for interest and dividends the return on the capitalization 
would be 6.8 per cent.; on the cost of the property 5.05 per 
cent.; on the estimated present value, 4.85 per cent. Deducting 
from the capitalization of the Burlington the amount it has in- 
vested in the securities of other companies, etc., and from its 
earnings the amount of interest and dividends that it derives 
from its outside investments, leave it with a return on its net 
capitalization of 6.79 per cent. and on the investment in the prop- 
erty of 4.75 per cent. Mr. Sturgis gave figures which showed 
strikingly how much more rapidly operating expenses had in- 
creased than gross earnings in recent years. He said since 1901 
gross earnings have increased 62.31 per cent. and operating ex- 
penses 62.4 per cent. per mile of road; since 1903 gross earn- 
ings have increased 32.24 per cent. and operating expenses 51.53 
per cent.; since 1907 gross earnings have increased 6.68 and oper- 
ating expenses 20.68. He estimated that the increase in earnings 
that would be caused by the advance in rates which had been 
suspended would be $231,200 per year. 

The question was raised as to whether the reasonableness of 
specific advances in rates was to be inquired into. Mr. Dawes 
said the understanding of the roads was that the commission 
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was merely going to inquire as to whether the roads needed more 
money. Commissioner Clark said that there is no purpose at 
present of going into the question of reasonableness of any 
specific rate. 

F. E. Ward, general manager of the Burlington, testified that 
while his road's valuation as estimated by Mr. Sturgis was 450 
millions, he believed the cost of reproduction would really be 
not less than 530 millions, and that the smaller figure was used 
by Mr. Sturgis to make sure of keeping within a reasonable 
limit. Mr. Ward’s estimate amounts to $60,000 a mile and in- 
cludes: Lands used for terminals in cities, $111,000,000; equip- 
ment, $74,000,000; land for right of way in addition to ter- 
minals, $45,000,000; such items as roadway, track, ties, terminal 
facilities, buildings, etc., $300,000,000.. He estimates that the 
Chicago terminals alone are worth $48,000,000. 





STATE COMMISSIONS. 





Henry B. Seaman, chief engineer of the New York Public 
Service Commission, First district, has resigned, saying in his 
letter tendering his resignation that he did not wish to continue 
to take responsibility for plans for subway building when he 
was not given full authority in making these plans. George S. 
Rice, chief of the Bureau of Subway Construction, has also 
resigned. He says that his resignation was because the work 
on which he had been engaged has been finished. 


The Railroad Commission of Louisiana, after having care- 
fully considered applications filed by the various express com- 
panies for a postponement of the hearing on express rates as- 
signed for September 29 at Baton Rouge, the commission has 
decided to grant the application, and the express cases assigned 
for that date will be postponed until further notice. In explana- 
tion of its action, the commission wishes it to be understood that 
its reasons for postponing this hearing are all in the interest 
of the public. It is certain that so important a case cannot be 
disposed of hurriedly, and the great amount of research and in- 
vestigation necessary even to a preliminary hearing renders delay 
imperative. No changes will be made in any rates or classifica- 
tions now in effect, except such reductions as may be voluntarily 
put into effect by the express companies. 





COURT NEWS. 





The supreme court of the state of Washington has ruled that 
when the state commission is defeated in litigation in one of 
the lower courts it may appeal. Counsel for the railways con- 
tended that the commission had no direct right of appeal. 


The Missouri river rate cases have again come before the 
Supreme Court of the United States. The court’s decision up- 
holding the orders of the Interstate Commerce Commission re- 
ducing the rates was attacked as an illegal attempt of the com- 
mission to create zones of traffic. The supreme court could see 
no such attempt and a rehearing was demanded. Now the gov- 
ernment has filed its reasons for objecting to a rehearing. It 
claims that unless the mandate of the court is issued shortly 
after October 10, when the term begins, the cases will become 
moot, as the orders of the commission will expire November 10. 
The railways now declare that if the final decision of the court 
is against them, shippers will present claims for reparation 
amounting to $250,000. 





The State Railways of Chile in 1909 had an extent of 1,703 
miles, and 63 miles more than in 1908. Their gross earnings were 
$47,169,802, which is at the rate of $27,700 per mile; but the 
expenses (probably including interest on securities) were $58,- 
734,301, or $34,490 per mile, or 124% per cent. of the earnings. 
The very large earnings per mile are explained by the nature of 
the Chilean dollar, which is depreciated, and was more so in 1909 
than the year before, when earnings were $2,177,000 less, but ex- 
penditures $7,083,000 more, being then 146 per cent. of the receipts. 
Ir 1909 it was reported that more than 100 new locomotives and 
2,000 cars were required to made good the stock. Chilean works, 
for the most part, supply the rolling stock. 
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Railway Officers, 





ELECTIONS AND APPOINTMENTS, 





Executive, Financial and Legal Officers. 


C. A. Caldwell has been elected first vice-president of the 
Alton, Jacksonville & Peoria, with office at Alton, Ill., succeed- 
ing Robert Curlie, resigned. 


Timothy E. Byrnes, vice-president of the New York, New 
Haven & Hartford at Boston, Mass., has been elected vice-presi- 
dent also of the Boston & Maine. Mr. Byrnes was born at 
Bellows Falls, Vt. in 
1855. He lived there 
for nine years until 
1864, when his parents 
went to Minnesota, 
where his father became 
a prosperous farmer. 
The son, after attend- 
ing the public schools, 
entered the University 
of Minnesota. He grad- 
uated in 1879, taking 
the degree of Bachelor 
of Science. After pass- 
ing two or three years 
in a law office he went 
to Columbia Law 
School, covering the 
course of two years in 
a single year, but, under 
the two years’ require- 
ment of the school, not 
receiving his degree. 
Returning to Minne- 
sota, he was admitted to 
the bar of that state in 1882. Following several years of gen- 
eral practice, he took up railway law as a specialty and became 
counsel in various suits for a number of railway corporations 
of the state until 1897, when he went to the Northern Pacific 
as representative of President Mellen, having supervision not 
only of many legal matters but, to a considerable extent, of 
operation and traffic. Mr. Mellen went to the New York, New 
Haven & Hartford as president in November, 1903, and in 
March, 1905, called his former coadjutor from the Northern 
Pacific to the position of assistant to the president, with office 
in Boston—a position since raised to one of the vice-presidencies 
of the company. At Boston, Vice-President Byrnes has had 
for years a “diplomatic” position of high importance in solving 
not merely traffic problems but in dealing with the civic ques- 
tions raised in the public and legislative resistance to the New 
Haven’s control of the Boston & Maine. He also, for a time, 
represented his company at Washington while the federal suit 
against the New Haven under the Sherman anti-trust act of 
1890 was pending—a suit which the federal department of justice 
withdrew in the spring of 1909. 


T. E. Byrnes. 


Operating Officers. 


W. E. Leonard, car accountant of the Gulf & Ship Island, 
at Gulfport, Miss., has been appointed superintendent of trans- 
portation, his former position having been abolished. 


M. O. Gay has been appointed trainmaster of the Chicago, 
Rock Island & Gulf, with office at Ft. Worth, Tex., a position 
which was abolished some months ago and is now re-estab- 
lished. 


H. W. McAbee has been appointed superintendent of dining 
cars of the Denver & Rio Grande, with office at Denver, Colo., 
succeeding T. A. Dempsey, resigned to enter the service of an- 
other company. 


W. D. Dunning, trainmaster of the passenger terminal of the 
Illinois Central at Chicago, has been appointed superintendent 
of the passenger terminal at Chicago.W. H. Gerry succeeds Mr. 
Dunning. 
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R. F. Ledford, assistant trainmaster of the Chicago, Burling- 
ton & Quincy at St. Joseph, Mo., has been appointed an assist- 
ant superintendent, with office at Brookfield, Mo., succeeding E. 
J. Worden, transferred. 


F. W. Egan, having recovered his health, will resume his 
duties as superintendent of the Western division of the Grand 
Trunk, with office at Detroit, Mich., and J. Ehrke, acting super- 
intendent, will resume his duties as assistant superintendent 
25th district (main line) and 26th district, with office at Battle 
Creek, 


The Hine system of organization having been established on 
the Corvallis & Eastern, the titles of general superintendent, 
superintendent of motive power and chief engineer have been 
abolished, and the following officers will hereafter be designated 
as assistant general manager. M. J. Buckley, formerly general 
superintendent; George W. Boschke, formerly chief engineer, 
and J. F. Graham, formerly superintendent of motive power, all 
with office at Portland; and J. D. Stack and C. G, Sutherland. 
In a previous issue we announced the appointment of the above 
to similar positions on the Oregon Railroad & Navigation Com- 
pany. 


Traffic Officers. 


W. D. Cook has been appointed general freight and pas- 
senger agent of the Brinson Railway, with office at Sylvania, Ga. 


C. W, Andrews has been appointed a commercial agent of the 
Missouri, Oklahoma & Gulf, with office at Dallas, Tex. 


M. G. Buffington has been appointed a traveling freight agent 
of the St. Louis & San Francisco, with office at Oklahoma City, 
Okla. ; 


G. A. Freeze, provincial agent of the Maine Central, has re- 
signed, and G. W. Miller has been appointed a commercial 
agent, with headquarters at St. John, N. B. 


Charles E. E. Ussher, whose appointment as passenger traffic 
manager of the Canadian Pacific at Montreal, Que., has already 
been announced in these columns, was born December 29, 1857, 
at Niagara Falls, Ont. 
He began railway work 
in 1874 as a clerk in the 
auditor’s office of the 
Great Western. From 
May, 1876, to June, 1880, 
he was clerk in the gen- 
eral passenger depart- 
ment of the same road 
and then for about three 
years was chief ticket 
clerk of the Wabash, 
St. Louis & Pacific, 
now a part of the 
Wabash Railroad. He 
was then for about six 
months rate clerk of 
the Chicago & Atlantic, 
now a part of the Erie 
Railroad. For three 
years, from November, 
1883, he was out of 
railway work en- 
gaged in commercial 
business at Hamilton, 
Ont. In November, 1886, he was appointed chief ticket clerk 
ef the Canadian Pacific and was made assistant general pas- 
senger agent in May, 1889, remaining in that position until Jan- 
uary, 1898, when he was appointed general passenger agent, 
eastern lines, of the same road. Mr. Ussher was appointed as- 
sistant passenger traffic manager, western lines, of the Canadian 
Pacific on January 1, 1907, with office at Winnipeg, Man., which 
:osition he held untii his recent appointment as passenger traffic 
‘anager at Montreal. 





Cc. E. E. Ussher, 


H. H. Swearinger, general agent of the Chicago, Burlington 

Quincy at Billings, Mont., has been appointed commercial 
“gent of the Burlington, the Colorado & Southern and the Colo- 
‘ado Midland, with office at San Francisco, Cal. 
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W. H. Askew, traveling freight and passenger agent of the 
New Orleans, Mobile & Chicago, has been appointed a com- 
mercial agent, with office at Memphis, Tenn. J. O. Gaither has 
been appointed a traveling freight and passenger agent, with 
office at Laurel, Miss. 


Samuel P. Collier, Jr., division freight agent of the Atlantic 
Ceast Line at Jacksonville, Fla., has been appointed traffic man- 
ager of the Winston-Salem Southbound, a new line being built 
jointly by the Atlantic Coast Line and the Norfolk & Western, 
from Winston-Salem, N. C., to Wadesboro, 88 miles. 


B. H. Stephens, general agent of the Trinity & Brazos Valley 
at Dallas, Tex., has been transferred to Corsicana, Tex., and 
E. E. Peacock, who resigned as commercial agent at Dallas a 
few months ago, has been reappointed to that position, suc- 
ceeding to the duties of Mr. Stephens. Nat H. Hall, soliciting 
freight agent at Galveston, has been appointed a commercial 
agent, with office at Galveston. J. E. Murphy succeeds Mr. Hall. 


Engineering and Rolling Stock Officers. 


E. S. Heyser has been appointed roadmaster of the Third 
division and the Hidalgo branch of the St. Louis, Brownsville 
& Mexico, with office at Kingsville, Tex., succeeding W. J. Car- 
nohan. 


J. W. Storrs has been appointed consulting engineer of the 
Montpelier & Wells River, with office at Concord, N. H. Mr. 
Storrs will have full supervision of construction and main- 
tenance of bridges. 


J. J. Dewey, master mechanic of the New York division and 
branches of the Erie Railroad, at Jersey City, N. J., has re- 
signed to become superintendent of machinery of the American 
Laundry Machinery Manufacturing Co., with headquarters at 
Kochester, N. Y. 


M. A. Kinney, master mechanic of the Hocking Valley at 
Columbus, Ohio, has been appointed superintendent of motive 
power, with office at Columbus, succeeding G. J. De Vilbiss, de- 
ceased. P. G. Leonard has been appointed road foreman of 
engines, with office at Columbus, succeeding L. C, Engler, de- 
ceased, 


C. L. Mcllvaine, assistant engineer of motive power of the 
Buffalo division of the Pennsylvania Railroad, at Buffalo, N. Y., 
has been appointed assistant engineer of the Erie division of 
the Pennsylvania Railroad and the Northern Central, with of- 
fice at Williamsport, Pa., succeeding J. L. Cunningham, pro- 
moted. Paul L. Grove, assistant master mechanic at the AI- 
toona shops, succeeds Mr. Mcllvaine, with office at Buffalo. 


Purchasing Officers. 


E. E. Bashford, assistant secretary of the National Railways 
cf Mexico at New York, has been appointed general purchasing 
agent, with office at Mexico City, Mexico, succeeding J. H. 
Guess, resigned. 





OBITUARY. 





Donald P. Stubbs, general agent of the Union Pacific at Cleve- 
land, Ohio, a son of John C. Stubbs, vice-president and director 
of traffic of the Harriman Lines, died September 27 at Cleveland. 


J. G. Parker, secretary of the New York, New Haven & 
Hartford, at New Haven, Conn., died September 27. Mr. 
Parker was in the service of the New York, New Haven & 
Hartford for many years, having been private secretary to 
former President Charles P. Clark, and was made secretary of 
the company after Mr. Mellen became president. 


Samuel F. Parrott, receiver of the Atlanta, Birmingham & 
Atlantic and the Macon & Birmingham, also president of the 
Atlantic Compress Co., died September 26 in Atlanta, Ga., after 
a long illness. Mr. Parrott resigned as vice-president and gen- 
eral manager of the Georgia, Southern & Florida in July, 1908, 
to become president of the Atlantic Compress Co. He was ap- 
pointed permanent receiver of the Atlanta, Birmingham & At- 
lantic in March, 1909. 
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Railway Construction. 





New Incorporations, Surveys, Etc. 


Atcuison, TorprkA & Santa Fe.—Grading is in progress on 
nearly all of the 310-mile cut-off which the Santa Fe is con- 
structing between Texico, N. Mex., and Coleman, Tex. The 
plans for making Sweetwater the division point on the new 
line have been prepared and arrangements are being made for 
the commencement of construction work upon the large machine 
and car shops and other buildings that are to be built at Sweet- 
water. It is announced that the Santa Fe will spend approxi- 
mately $2,000,000 for improvements at Sweetwater. 


ATLANTIC NorTHERN & SouTHERN.—An officer writes that a 
grading contract has been let to Shugert & Barnes Bros., Des 
Moines, Iowa, and that other contracts are to be let by October 
10. Work is now under way from Atlantic, lowa, south via 
Grant to Villisca, 38 miles. There will be about 40 short trestles. 
The company now operates a line from Kimballton, south via 
Elkhorn to Atlantic, 17 miles. H. S. Rattenborg, president; 
C. B. Judd, chief engineer, Atlantic. (July 22, p. 173.) 


BuFFALo, RocHester & PitrrspurGH.—This company is plan- 
ning%to make a number of improvements along the line. The 
Silver Lake Railway, operating a line from Silver Spring, N. 
Y., to Perry, seven miles, has been acquired and is to be im- 
proved. The work on nine miles of double-track, including 
grade and line revision between Newton, Pa., and Mount Jewett, 
is nearing completion. 


CanapIAN NortHEerN.—Work has been started by the C. J. 
Johnstone Co., Seattle, Wash., it is said, on a line between Van- 
couver, B. C., and Matsqui. 


CanapIAN Paciric.—The report of this company for the year 
ended June 30, 1910, shows that the company has 471.4 miles of 
new line under construction on which work is now under way, 


~. as follows: 


Ontario Division 


Name. Miles. 
Tilsonburg, Lake Erie & Pacific: Code Junction, Ont., to Ingersoll... 4.8 
Georgian Bay & Seaboard: Cold Water, Ont., to Atherley.......... 17.8 

Central Division. 
Stonewall Branch: Komarno, Man., north to Icelandic river........ 28.4 
Vitden Branch: Virden, Man., northwest to McAuley............. 14.0 
Souris Branch and Extension: Tilston, Man., westerly............. 24.0 


Western Division. 


Moose Jaw Branch: Outlook, Sask., to Macklin...........-.....005 
Dawes Branmcn: Resin, SOsk., to Bayes ..c..20ccccescccccescess 
Colonsay Branch: Craven, Sask., to Colonsay <......ccccsccsccsses 
Weyburn Westerly: Forward, Sask., westerly .............ceeee00. 
Kinmore Northeast: Irricana, Alb., easterly ............e0seeeeee- 
Crow’s Nest Pass: Mile 28 to Mile 58 in Alberta.................-- 
Pacific Division: Vancouver, B.C., and Lulu Island, Eburne Exten.. 


I 


_ 
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A charter has been secured by the Kootenay Central to build 
from a point near Galloway, B. C., on the Crow’s Nest Line, 
to Golden, on the main line, 175 miles. Arrangements have been 
made with this company for the construction of the railway in 
sections of such lengths and within such periods of time as may 
be Getermined hereafter, and when completed the new line is to 
be leased to the Canadian Pacific for 999 years. 


CENTRAL RaiLtroap or New Jersety.—The report of this com- 
pany for the year ended June 30, 1910; shows that the sum of 
$4,000,000 has been appropriated as a fund for additions and 
betterments to cover in part the cost of proposed reconstruction 
and elevation of drawbridges in New Jersey over the Hacken- 
sack and Passaic rivers and of the approaches; new piers at 
Jersey City, N. J.; new equipment building at the company’s 
shops and contracted for; installation of interlocking systems 
at various points; new engine terminals at Ashley, Pa. and 
Scranton; new signa! bridges; grading and additional yard 
tracks at Jersey City, and other additions and betterments. The 
following improvements have been authorized to be carried out 
during the coming year: Improving the express and station 
facilities; a covered lighterage pier No. 11; new open front pier 
No. 12, and cattie pier No. 14, all at Jersey City; renewal of 
bridge No. 19 at Bayonne; renewal of bridge No. 136 at Hamp- 
ton; change of alinement on the main track at Glen Onoko, Pa., 
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and new engine terminal at Red Bank, N. J.; relocation of 
turnpike at Mauch Chunk, Pa.; extension of track No. 6 from 
Garwood, N. J., to Westfield; also extension of track from Lor- 
raine to Cranford. 


CHESAPEAKE & Ounio.—The report of this company for the 
year ended June 30, 1910, under date of September 15, shows 
that during the year the Coal River Railway added 5.8 miles 
and an extension of 0.7 mile was finished on the Paint Creek 
branch. Further extensions of 11.4 miles of the Coal River 
Railway and 14.1 miles of the Raleigh & Southwestern are now 
in progress; also, an extension of the Guyandot Valley branch, 
21.4 miles. These extensions are for the purpose of further de- 
velopment of the timber and coal tonnage and it is expected 
will be finished and put in operation during the fiscal year 1911. 
This company completed second-track work, including revision 
of line and grade from Lee Hall, Va., to Grove, 4.5 miles; 
Greenway to Gladstone, five miles, and St. Albans, W. Va., to 
Barboursville, 27.8 miles. Second track work from Gladstone, 
Va., to Riverville, four miles; Walker to Providence Forge, six 
miles, has been finished since the close of the year. Second- 
track work from Providence Forge to Elko, 9.2 miles; Korah 
to Westham, 2.7 miles, and Fort Spring, W. Va., to Rockland, 
2.1 miles, it is expected will be finished before the close of 1910. 
In addition, second-track work aggregating 67 miles, is in 
progress on the Cincinnati division. The greater part of this 
is expected to be put in operation during 1910. Upon the com- 
pletion of second track now under construction the line from 
Newport News, Va., to Cincinnati, Ohio, will have two tracks, 
with the exception of nine miles in West Virginia and 48 miles 
in Kentucky. It may be necessary to double-track the 48 miles 


. in Kentucky during 1911 if the present volume of traffic con- 


tinues. See report of this company elsewhere in this issue. 


Cuicaco & NortH WESTERN.—The report of this company for 
the year ended June 30, 1910, shows that the following com- 
panies have been organized in the interest of the C. & N. W.: 

Lee County Railway.—This company has completed a double- 
track line from Nachusa, IIl., to Nelson, 12.76 miles. 

Bellefourche Valley—Organized to build from a connection 
with the C. & N. W. at Bellefourche, S. Dak., thence through 
the counties of Butte and Meade for 88 miles; 23.52 miles have 
been finished. 

James River Valley & Northwestern—Organized in South 
Dakota to build from Gettysburg, S. Dak., to Blunt; also from 
Onida to Hitchcock, in all about 130 miles. The line from Get- 
tysburg to Blunt, 39.55 miles, is about finished and about all the 
right-of-way for the line between Onida and Hitchcock has been 
secured. 

Sioux City, Dakota & Northwestern.—Organized in Iowa to 
build from Sioux City, Iowa, to Hawarden. Work is well ad- 
vanced from a connection with the Illinois Central near Hinton 
to the C. & N. W. near Hawarden, 28.17 miles, and an agree- 
ment has been entered into between the Illinois Central and the 
C. & N. W. providing for perpetual trackage rights over the 
main line of the Illinois Central between Sioux City and Hin- 
ton, 12.72 miles. 


Des Plaines Valley—Organized in Illinois and has secured 
about all the right-of-way for a double-track line from a point 
between Northfield, Ill, and Blodgett, on the Western division 
of the C. & N. W. to a connection with the Wisconsin division 
near Des Plaines, thence to the Galena division at Proviso, 21 
miles. This line will. directly connect the several divisions of 
the C. & N. W. entering Chicago with the proposed enlarged 
terminal yards at Proviso. 

Milwaukee, Sparta & Northwestern.—Organized in Wisconsin 
to build from the C. & N. W. near Lindwurm, Wis., which is 
about eight miles north of Milwaukee, northwest to Sparta, on 
the Madison division, 169.52 miles; also to build from a con- 
nection with the above line at a point about six miles west of 
Lindwurm, southerly to a connection with the Milwaukee and 
Madison line near West Allis, 8.16 miles; from Lindwurm to 
Clyman, and from the junction west of Lindwurm to near West 
Allis, in all about 51.78 miles, and work is under way on a 
double-track line. From Clyman to Necedah, and from Wye- 
ville to Sparta most of the right-of-way has been secured and 
the construction of a single-track line has been started. Be- 
tween Necedah and Wyeville an existing branch will be recon- 
structed and used as part of the main line. Provision is also 
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to be made tor the future construction of an additional main 
track from Clyman to Sparta. This line will afford a direct 
route with low grades from Milwaukee to connections with the 
Chicago, St. Paui, Minneapolis & Omaha at Wyeville and the 
C. & N. W. at Sparta. It will also provide a double-track belt 
line around the city of Milwaukee. 


Satisfactory progress has been made on the company’s new 
passenger terminal and approaches in Chicago. The company 
has undertaken the elevation, to a maximum height of 17% ft., 
of its roadway and main tracks in Chicago, from a connection 
with the Rockland street line, at Tyler street, to Leavitt street, 
0.81 mile. On the Milwaukee line satisfactory progress has been 
made on the elevation of the main tracks through the city of 
’ Evanston, Ill. Tnis work is expected to be finished soon. 


In the village of Oak Park, adjoining Chicago at its western 
limits, the four northerly tracks of the proposed six-track sys- 
tem have been elevated from Austin avenue to Clinton avenue, 
1.22 miles. The bridge work has been erected ior the subways 
and the street improvements are about finished, as well as the 
Harlem avenue freight yard, including the construction of a 
brick freight house. In the city of Milwaukee, Wis., the eleva- 
tion of the main tracks from near Chicago avenue to Green- 
field avenue, 1.62 miles, including the elevation of the Barclay 
street and Chase yards, containing 6.55 miles of track; the re- 
construction of the Kinnickinnic river drawbridge and the con- 
struction of four subway bridges, also a brick freight station 
and team yard at Lincoln avenue, have been completed. The im- 
portant additions and betterment work includes third track on 
the Mayfair cut-off, from Foster street, Evanston, to Weber 
station, 2.52 miles, which is about finished. The Fulton, IIL, 
cut-off consisting of third and fourth main tracks, from the 
main line of the Galena division, three miles east of Fulton, to 
the east end of the company’s new bridge over the Mississippi 
river, between East Clinton and Clinton, Iowa, 4.69 miles, and 
the revision of the main line of the Nebraska and Wyoming 
division between Thatcher and Valentine, Neb., including the 
construction of a cut-off, 5.73 miles, south of the present main 
line between these places and the construction of a 1,300-ft. 
bridge over the Niobrara river, has been finished. Second main 
track ‘has been constructed on the Galena division from near 
West Chicago to a point west of Wayne, Ill. 4.74 miles. A 
total of 60.57 miles of yard tracks, sidings and industrial spurs 
have been added during the year. A second main track is being 
constructed and the present main line is being revised between 
Hawarden, Iowa, and the junction with the Sioux City, Dakota & 
Northwestern, about two miles east of that station. Land has 
been bought for the extension and enlargement of the company’s 
station and terminal facilities at Proviso, Ill, and Tracy, Minn. 
Near Fulton, Ill., the company has secured 201 additional acres 
of land and has commenced the construction of a large terminal 
yard. See report of this company elsewhere in these columns. 


Cuicaco, MirwauKxee & St. Paut.—The report of this com- 
pany for the year ended June 30, 1910, shows that the company 
is carrying out improvements to include additional second-track 
on the following lines: La Crosse division, from Camp Doug- 
las, Wis., west to West Salem, about 44 miles; on the River 
division, from Wabasha, Minn., southeast to Richmond, about 
46 miles; on the Prairie du Chien division, from Elm Grove, 
Wis., to Blue Mound Junction, about seven miles. During the 
year work on the reduction of grades and improvement of aline- 
ment was carried out at various places. 





CuickasHA, ArpMoreE & Lawton.—According to press reports 
trom Guthrie, Okla., financial arrangements have been made to 
build a line from Ardmore, Okla., northwest to Chickasha, with 
« branch to Lawton, in all about 150 miles. O. O. Ayers is 
rrcsident. 


_DENVER, LarAMIE & NorTHWESTERN.—A contract has been 
given to J. B, Orman & Co. to build a 42-mile extension, it is 
said, from Greeley, Colo., northwest via Severance to Scott. 
it is expected that the section to Severance, 12 miles, wili be 
inished by December 1, and to Scott by April, 1911. The line 
1s eventuaily to be extended further northwest. (Sept. 2, p. 440.) 


GaLveston-Houston (Etrectric).—This company, building an 
clectric line from Houston, Tex., southeast to Galveston, 50 
miles, recently started track laying at Lamarque. It is said 
that 120,000 ties and 5,700 tons of rail are stored in the yards 
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near Texas City Junction, ready to be transported to the sev- 
eral portions of the line. Shell ballast is being delivered at the 
rate of 500 cu. yds. each day, 120,000 cu. yds. being contracted 
for the entire right of way. Hardy & Ford, contractors, are 
grading the upper 19 miles, and will complete their work on 
contract time, October 1. It is expected that J. C. Kelso, grad- 
ing the lower 16 miles, from Clear creek to a point within two. 
miles of the causeway, will have the 16 miles section finished 
about the same time. The two miles of grading between the 
causeway and the first section and the two-mile stretch between 
the upper end of the work, being done by Hardy & Ford, and 
the Houston city limits, have not been let, and probably will 
not be until the completion of the main stretches. (April 15, 
p. 1015.) 


Hammonp, Cuicaco Heicuts & SouTHERN Traction.—An of- 
ficer writes that work is expected to be started in the spring 
of 1911. The company was organized to build from a point 
near Hammond, Ind., southwest to Chicago Heights, thence to 
St. Anne, in Kankakee county, lLll., in all about 50 miles. W. S. 
Reed, president, First National Bank building, Chicago, and A. 
Van Steenburg, secretary, Lansing, Ill. 


Humpotpt & Eastern.—An officer writes that at the present. 
time the company is locating a line from Good’s Pass, Cal., to 
Humboidt bay, and it is the intention to keep a surveying party 
in the field as long as the weather will permit. The company 
was organized last year to build about 175 miles of line in Cali- 
fornia. E. E. Skinner, secretary, 318 Fifth avenue, Eureka. 


INTERNATIONAL RartLway oF New Brunswicx.—According to- 
press reports, the line under construction for the past two years. 
from Campbellton, N. B., on the Baie des Chaleurs, southwest 
to St. Leonard, on the St. Johns river, 110 miles, is nearing 
completion and will be opened for traffic soon. 


Iowa & SoUTHWESTERN.—This company is building 38 miles. 
of line from Atlantic, Iowa, south to Villisca, and is also build- 
ing 18 miles of line from Clarinda, via College Springs, to- 
Blanchard. The contract for all the work has been let to the 
Engineering Construction & Securities Co., Chicago. The grad- 
ing has been subiet to Shugart & Barnes Brothers, Des Moines. 
C. B. Judd, chief engineer, Clarinda. (Jan. 21, p. 164.) 


KooTENAY CENTRAL.—See Canadian Pacific. 


LenicH & New EncLanp.—Right-of-way is said to have been 
secured for an extension from Danielsville, Pa., near Slating- 
ton, west to Tamaqua, 31 miles. The cost of the extension will 
be about $3,000,000. 


Lex:ncton & Eastern.—According to press reports, all the 
right-of-way has been secured and it is said contracts for 
building an extension will be let October 1. The plans call for 
a line from Jackson, Ky., up the north fork of the Kentucky 
river, through the Elkhorn and Boone’s fork coal fields in 
Letcher county, thence to a connection with the Chesapeake & 
Ohio’s Big Sandy branch near the Brakes, 115 miles. The entire 
line will traverse a coal and timber section. It is the intention 
to have the line finished and in operation within two years. 
(Sept. 9, p. 483.) 


Lone Istanp RartLroAp.—This company has accepted the prop- 
osition made to it by the city of New York with reference to 
the elimination of grade crossings, also for the improvement of 
the Jamaica station. This work includes the closing of certain 
streets and laying out other streets, as well as a change of the 
grades of streets. A part of the expense is to be paid by the 
city. In view of the acceptance by the Long Island of this 
proposition, it is expected that action will be taken soon by the 
Board of Estimate and Apportionment so that.the work can 
be carried out. The agreement provides among other things 
for the elimination of all grade crossings on the existing line 
between Winfield and Jamaica avenues near Dunton; on the 
Montauk division through Richmond Hill; on the main line, 
Montauk and Atlantic divisions through a portion of Jamaica; 
the construction of a new line between Woodside and Winfield, 
to be known as the Woodside-Winfield cut-off, and putting in 
additional tracks. The facilities at Jamaica for handling pas- 
sengers and freight are to be extended and some of the bridges. 
on the main line are to be extended or lengthened and a num- 
ber of new bridges put in. (April 15, p. 1016.) 
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LouisviLte, Lincoln Farm & MammotH Cave TRACTION.— 
Bids are being asked, it is said, for building from Mammoth 
Cave, Ky., southeast to Glasgow, also to Lincoln Farm and 
Hodgenville. C. Van-den-Burgh, general manager, Glasgow, 
and H. H. Snyder, chief engineer. (July 22, p. 174.) 


Mexican Roavs.—-President Diaz, in a recent message to Con- 
gress, said that the railways under- federal jurisdiction have 
added 14% miles of new line since April last and those railways 
now aggregate 12,225 miles. In addition, there are 3,000 miles of 
railway subject to the jurisdiction of the states, making a total 
of 15,225 miles of railway in Mexico. 


MorcGan’s, Louisiana & Trexas.—See Southern Pacific. 


Missourt PacsFic—An extension of the Wichita-Kiowa 
branch, from Kiowa, Kan., west to Hardtner, 10.4 miles, has 
been opened for freight and passenger service. (Aug. 12, p. 
294.) 

An officer is quoted as saying that the company plans to make 
improvements and betterments during the next 10 years, if it 
can borrow the money at reasonable interest, to cost $60,000,000. 


New York CentraL & Hupson River.—Preliminary steps are 
being taken by this company to electrify the Auburn road from 
Syracuse, N. Y., west to Geneva, 51.45 miles. 

See an item in General News regarding improvements to be 
carried out by this company. ; 


New York, Ontario & Western.—An officer writes that 
double-track work is being carried out on the Scranton division 
between Cadosia, N. Y., and Starlight, Pa., eight miles, and 
between Preston Park and Pleasant Mount, 13.5 miles. The 
McDonald Construction Co., Scranton, Pa., has a grading con- 
tract for work on 13 miles. The railway company will carry out 
the rest of the work with its own forces, including all the track 
laying and ballasting. Nothing has yet been determined regard- 
ing the bridges on this section. (Sept. 23, p. 559.) 


Nez Perce & Ipano.—Surveys are being made for an exten- 
sion, it is said, from Vollmer, Idaho, to Forest, and it is ex- 
pected to begin construction work as soon as surveys are fin- 
ished. Capital has been secured to build the extension. Z. A. 
Jchnson, president and general manager, Nez Perce. (Jan. 14, 
p. 114.) 


REAnstown & V?RoQUA.—Under this name a company is being 
organized by capitalists of La Crosse, Wis., to build a line from 
Readstown north to Viroqua, 15 miles. It is expected that plans 
will be sufficiently advanced to begin construction work early in 
the spring. 


Sitver Lake Raitway.—See Buffalo, Rochester & Pittsburgh. 


SourHERN Paciric.—According to press reports, a contract has 
been given to Ericson & Peterson, San Francisco, Cal., to build 
about 100 miles of line from Fernley, Nev., northwest through 
Washoe county, Nev., to a point in Lassen county, Cal., via 
Susanville. The line is eventually to be extended into Oregon. 
The same contractors are now at work on a line for the South- 
ern Pacific in Placer county, Cal. (Aug. 26, p. 373.) 

An officer of Morgan's Louisiana & Texas writes that all the 
road has been built and track laid but not entirely surfaced from 
the main line at Lafayette, La., which is 145 miles west of New 
Orleans, northeast to Port Allen, opposite Baton Rouge. The 
company will use the St. Louis & San Francisco car ferry across 
the Mississippi river to a point opposite the terminal, thence 
the Yazoo & Mississippi Valley tracks to Baton Rouge. This 
new line will be a connecting link from the Southern Pacific to 
the Illinois Central lines. (Sept. 23, p. 559.) 

Preparations are being made to lay a second main track at a 
number of points between Suisun and Benicia, Cal., with a 
view to making the line double track throughout the distance 
from Sacramento to Benicia. From Port Costa (across the 
river from Benicia) to Oakland, the line is double track al- 
teady. Fifty carloads of 90-lb. rails have arrived at Benicia. 
This division already has very long passing tracks at the sta- 
tions. The capacity of this division is also to be increased by 
enlarging the ferry facilities. There will be new slips at the 
ferry terminals, and the big boat Solano is to be supplemented 
by a second boat, the plans and specifications for which have 
already been drawn. 
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Texas Roaps—-The Tyler Commercial Club has received a 
proposition from the J. L. Wortham Construction Co., Beau- 
mont, Tex., to build from Tyler north to Paris, about 100 miles, 
for a cash bonus of $300,000 when the road is completed. The 
question of building the line is now under consideration. J. 
L. McBride is secretary of the Tyler Commercial Club. 


TopeKA & NorTHWESTERN.—See Union Pacific. 


Union Paciric-—The Topeka & Northwestern, it is understood, 
wili be opened for through traffic from Onaga, Kan., northwest 
to Marysville, 32.44 miles, about November 1. 


Winston-SaLem ScuTHBoUND.—It is expected that trains will 
begin operating over this line about December 1. The route is 
from Winston-Saiem, N. C., south to Wadesboro, 88 miles. The 
line is being built jointly by the Atlantic Coast Line and the 
Norfolk & Western. O. H. P. Cornell, chief engineer, Winston- 
Salem. (July 8, p. 104.) 


Wisconsin & SoUTHWESTERN.—Incorporation has been asked 
for in Wisconsin, with $200,000 capital, to build from Wood- 
man, Wis., northeast to Bloomington, 23 miles. The incorporators 
include: W. H. Cash, New London; E. Hammer, J. A. Cash, 
Hillsboro; C. E. Coon, C. J. Chapman and W. D. Crist, Omaha, 
Neb. 


Zinc Bett Rai-way.—According to press reports, this com- 
pany has been granted a charter in Oklahoma, with $50,000 
capital and office at Davis, Okla. The plans call for a line from 
Davis, west to Lawton, about 80 miles. G. Sober, R. C. Hope, 
T. H. Slaver. A. O. McCord and W. S. Lewis, all of Davis, 
are directors. 








FOREIGN RAILWAY NOTES. 





On the 15th of August the well-known establishment of 
Henschel & Son, in Cassel, completed its 10,000th locomotive. 
That day was also the 100th anniversary of the founding of 
the works. In the early days it did not build locomotives. 





Referring to the construction of new railways in the Odessa 
district of Russia, the British vice-consul at Mariupol states 
that fair progress is being made with the Northern Donetz line, 
and that a portion—from Izum to Slaviansk—has been opened 
for freight traffic. Several other railways are projected, the 
most important of which is a line from Saratov to Millerowo 
on the southwestern line, thence to Schterovka on the Ekaterina 
line, and from there down to Mariupol. This would greatly 
reduce the distance between the Volga and the Azov, would 
open out immense tracts of fertile land, and much grain grown 
in. Siberia would then also find its way to this port. To derive 
tull benefit from this line, however, the port of Mariupol would 
have to be deepened, enlarged and brought up-to-date with neces- 
sary appliances for the rapid handling of cargo. Another pro- 
ject is a line from the Rozovka station, on the second Ekaterina 
line, to Taganrog, which would greatly reduce the distance be- 
tween Taganrog and Mariupol. 





The Yunnan Railway, extending from the port Haiphong in 
French Tongking northwestward 531 miles to Yunnan, the capi- 
tal of one of the southernmost provinces of China, was opened 
through April 1 last. This line was begun in 1902, reached the 
Chinese border at Laokay, 141 miles, in 1906; and thence has 
met with great difficulties, partly in the nature of ground, and 
partly in the deadly climate of the Namti valley, though Yunnan 
itself is some 6,500 ft. above sea level. The cost, which had 
been estimated at about $18,000,000, has mounted to $32,000,- 
000, or more than $60,000 per mile for a meter-gage line. The 
country through which it passes is largely isolated from any 
navigable streams, but is not so productive as most parts of 
China. It has some coal, copper and tin mines, which English 
investigators have not thought to be particularly valuable. A 
large part of the country is wild and mountainous. What traffic 
it has, however, is pretty well assured to the new line. Sur- 
veys for an English line, from the southwest to Yunnan, have 
proved that it would be exceedingly costly, with little on the 
route to support it. Yunnan has been one of the leading pro- 
ducers of opium. This being now forbidden, Indian corn is 
taking its place, yielding a freight many times as heavy, but 
which cannot bear high rates. 







Ps 
a 


eee 





a 
3 
@ 


























let 





aK 
pe 











SEPTEMBER 380, 1910. 





RAILWAY 


Railway Financial News. 





BaLtimMorE & Onio.—The property of the Berkeley Springs & 
Potomac was sold under foreclosure on September 24 and was 
bid in by the Baltimore & Ohio. The Berkeley Springs & 
Potomac runs from Hancock, Md., to Berkeley Springs, W. 
Va., six miles, and the entire stock of the old company was 
owned by the Baltimore & Ohio. The sale is a formality under 
a decree of the court in order to perfect the title. 


Boston & Maine.—See Vermont Valley Railroad. 


BuFFaALo, RocHEsTeR & PirrssurGH.—This company has bought 
the property of the Silver Lake Railway. The road runs from 
Silver Springs, New York, to Perry, seven miles. 


CANADIAN NorTHERN.—The Canadian railway commission has 
been asked to grant permission to the Canadian Northern 
to take over the Edmonton & Slave Lake and to operate it 
as part of its road. The Edmonton & Slave Lake $420,000 
5 per cent. bonds were bought in 1907 and 1908 by the Cana- 
dian Northern and deposited as part of the collateral for 
Canadian Northern 4 per cent. perpetual consolidated deben- 
ture stock. 


CENTRAL OF NEw JersEy.—Henry Graves, Jr., and E. T. Stotes- 
bury have been elected directors, succeeding H. McK, Twombly 
and Joseph S. Harris, both deceased. 


CHESAPEAKE & On10.—A complaint has been filed in the circuit 
court of Indiana by the state prosecuting attorney asking the 
dissolution of the Chesapeake & Ohio of Indiana, on the 
ground that through the formation of this company by men 
interested in the Chesapeake & Ohio Railway, an attempt had 
been made to evade the Indiana state law, which it is claimed 
would have prevented the Chesapeake & Ohio Railway Co. it- 
self from buying in at foreclosure sale the property of the 
Chicago, Cincinnati & Louisville, now owned by the Chesa- 
peake & Ohio of Indiana. The suit was brought in connection 
with the filing by the Indiana company of a mortgage for $40,- 
000,000 under which there was to be issued about $8,000,000 
bonds. Apparently the suit was brought under a misapprehen- 
sion as to the amount of bonds to be issued. 


Cuicaco, InptANAPOLIS & LoutsviLte.—Adriance Iselin, Jr., presi- 
dent of the Buffalo, Rochester & Pittsburgh, has been elected 
a director of the Chicago, Indianapolis & Louisville, succeed- 
ing Ira G, Rawn, deceased. 


Cricaco, MitwaukEe & St. Paut.—Stanley Field has been 
elected a director, succeeding Fredrick Layton, who refused 
re-election. 


DeLawarE & Hurson.—The New York Public Service Commis- 
sion, Second district, has authorized the company to buy 500 
shares of the Greenville & Johnsonville Railway, at not more 
than par. The D. & H. owned 1,750 shares of the stock of 
this electric railway before the passage of the Public Service 
Commission law and the 500 shares that are now to be bought 
are the total minority not owned by the D. & H. 


Detroit, ToLenpo & Ironton.—Judge Swan, of the United States 
District Court, has confirmed the validity of $5,000,000 bonds 
of the D., T. & I., which were issued in connection with the 
purchase of control of the Ann Arbor. 


Epmonton & Stave Laxe.—See Canadian Northern. 


INTERNATIONAL & GREAT NorTHERN.—Governor Campbell, of 
Texas, is quoted as saying that Texas needs such a line as 
the International & Great Northern. The only thing, he said, 
standing in the way of the purchase of this property when 
it is sold at foreclosure sale on October 6 is the fact that the 
state would need about $30,000,000 to make such a purchase. 


Mosite, Jackson & Kansas: Citry.—The eighth and final instal- 
ment of the assessment of $2.50 per share on the stock of 
the Mobile, Jackson & Kansas City and the Gulf & Chicago 
has been called for payment on September 30 under the modi- 
fied reorganization plan dated October 1, 1908. 


PittspurcH, WHEELING & Kentucky.—A dividend of 3 per cent. 
has been declared payable October 1, and a special dividend 
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of 3 per cent. out of accumulated surplus has also been de- 


clared. This company is a subsidiary of the Pittsburgh, Cin- 
cinnati, Chicago & St. Louis. 


Quesec & Lake Sr. Joun.—Over 90 per cent. of the first mort- 
gage and income bonds have been deposited with the bond- 
holders’ protective committee, and the time for the deposit of 
the remaining bonds has been extended to September 30. 


Terre Haute, InprIANAPOLIS & EASTERN TRACTION.—The direc- 
tors have declared an initial collateral dividend of 1% per 
cent. on the preferred stock, payable October 1, 1910. 


Union Paciric—The company has sold abroad through Kuhn, 
Loeb & Co., New York, and Baring Bros., London, £1,500,000 
($7,500,000) first lien and refunding mortgage 4 per cent. bonds. 
These bonds are part of an issue of $200,000,000, of which 
$57,000,006 are outstanding. 


VERMONT VALLEY RarLtroap —Lee, Higginson & Co., Boston, are 
offering at 104%, to yield about 4% per cent., the unsold por- 
tion oi the total authorized issue of $1,500,000 tirst mortgage 
4¥, per cent. bonds of 1910-1940. The bonds are secured by 
a mortgage on the 24-mile road between Bellows Falls, Vt., 
and Brattleboro, and on the equipment; and in addition, by 
the deposit of $700,000 stock of the Connecticut & Passumpic 
River Railroad and $100,000 stock of the Massawippi Valley 
Railway, a total of $800,000 stock, on which 6 per cent. divi- 
dens are guaranteed by the Boston & Maine. The road is 
operated by the Boston & Maine under an agreement provid- 
ing for the payment of operating expenses, taxes, interest 
charges and 4 per cent. dividends on the $1,000,000 stock by the 
Boston & Maine. 


WABASH-PITTSBURGH TERMINAL.—In the suit brought by the Cen- 
tral Trust Co. of New York to foreclose the Wheeling & 
Lake Erie general mortgage, with its intervening petition of 
the New York Trust company to sell the collateral under the 
Wheeling $8,000,000 notes,-which consists of $12,000,000 general 
mortgage bonds, a cross bill has been filed by the Wabash- 
Pittsburgh Terminal receivers attacking the validity of the 
Wheeling general mortgage. 


Wicuita Farts & WELLINGTonN.—Application has been made to 
the Texas railway commission for permission to issue $15,000 
capital stock and $285,000 first mortgage bonds, to be secured 
by a mortgage on the 15 miles of completed road running from 
Collingsworth to Wellington. This road is now ready to be 
put in operation. 





FOREIGN RAILWAY NOTES. 





The firm of Miani Silvestri, Comi & Grondona, of Milan, have 
taken an old locomotive and built on it a newly invented turbine 
steam engine, which is said to obviate those features of ordinary 
turbines which seem to make it impossible to use them for loco- 
motives. If so, we shall soon hear more of it. 





An agreement has been concluded between certain British banks 
and the Russian Minister of Finance, which provides for the 
construction of a network of railways in the Caucasus, accord- 
ing to a report by Consul Albert Halstead at Birmingham, Eng- 
land. The construction of these railways, it is said, includes the 
long-proposed line between Armivar and Touapse. It is under- 
stood that all the material used will be supplied by British con- 
cerns. 





Three years ago the Prussian authorities recommended the 
organization of small gangs of track-hands, who should have 
special charge of keeping up joints and switches on the main 
tracks. The most intelligent and trustworthy men were selected 
for this purpose, and they are reported to have improved the 
condition of the track materially. Their duties are to see that 
every joint is properly drained, that no fastenings of joints or 
switches become loose; that the rails at a joint are always at 
the same level, and that there are no defects in joints and frogs. 
They aiso assist the larger gangs of ordinary trackmen in case 
of emergency. They receive a little higher pay than other track- 


men. 











The Westinghouse Air-Brake Company, Pittsburgh, Pa., has 
moved its Richmond, Va., and Cincinnati, Ohio, offices to At- 
lanta, Ga., the new address being Candler building. 


The United States Metal & Manufacturing Company, Chicago, 
has moved its office from the Railway Exchange building to suite 
1104-1105, McCormick building, Michigan avenue and Van Buren 
street. 


The Strong, Carlisle & Hammond Company, Cleveland, Ohio, 
has received an order from the Bengal & Northwestern Rail- 
way of India for Randal] graphite sheet lubricator for use on 
200 cars. 


A. R. Wight, assistant resident engineer of the South Aus- 
tralian Railways, Quorn, South Australia, wants catalogues of 
materials used in the engineering department of American rail- 
ways. 


Captain C. H. Smith, president of the Western Wheeled 
Scraper Company, Aurora, IJl., died at his home on Sunday last. 
Captain Smith was born in Hamilton county, New York, Novem- 
ber 26, 1842, but spent his youth in Iowa. He was prominent 
in politics, being at one time an active gubernatorial candidate 
in his district. 


The Isthmian Canal Commission will receive bids until Octo- 
ber 17 for hose, packing, torpedoes, diaphragm pumps, hose 
strainers, valves, cocks, grease and oil cups, lubricators, engine 
gongs, flue ferrules, scales, machinists’ clamps, flue cleaners, 
squilgees, headlight glass, carbide, drawing paper, cover paper, 
etc. (Cir. No. 607.) 


Judge Landis, of the federal court, on September 21 ap- 
pointed the Hibernian Banking Association receiver for the 
. West Pullman Car Works, Chicago. Fears that the State Bank 
of West Pullman and the Browning Engineering Company, 
Cleveland, Ohio, would foreclose the property caused the peti- 
tion for a receiver to be filed. 


The Pittsburgh Testing Laboratory, Pittsburgh, Pa., has moved 
its New York office from No. 1 Liberty street to 50 Church 
street, and its interests in New York and in New England 
are now in the hands of Wm. F. Zimmermann, M.E., the second 
vice-president of the company. Mr. Zimmerman reassociated 
himself with the company last spring. 


W. N. Matthews & Brother, St. Louis, Mo., have bought a 
controlling interest in the Davis Expansion Boring Tool Com- 
pany, St. Louis. The stock bought formerly was held by Alex- 
ander Landau and A, E. Leussler. W. N. Matthews will be 
president and treasurer of the company; Emery E. Davis, vice- 
president, and Claude L. Matthews, secretary. The company’s 
business will be increased and several new tools added to the 
line it handles, particularly an expansion reamer invented by 
Mr. Davis. 


J. G. White & Company, Inc., New York, have been awarded 
a contract for the engineering and construction of a steam and 
electric power plant for the Power Transit & Light Company, 
Bakersfield, Cal. The building will be 82 ft. by 140 ft., with sub- 
structure of concrete, self-supporting steel frame and walls of 
metal lath and plaster, and designed to accommodate two 2,000- 
kw. horizontal turbines, with boilers, condensers, etc. A 750-kw. 
turbine will be temporarily installed at the earliest possible date. 
Water for condensing purposes will be obtained from an irri- 
gation ditch near the plant, and the water for bciler purposes 
will be supplied from wells to be driven near the power house. 
As the boilers will be installed with oil burners, there will be 
no basement under the boiler room. The station will be designed 
electrically to deliver practically full load at either 60,000, 10,000 
or 2,300 volts, and will operate at all the above pressures sim- 
ultaneously. The estimated cost is approximately $400,000. J. 
G. White & Company have also received a contract for erecting 
the railway shops of the New York, Ontario & Western at May- 
field, Pa. 


Supply Trade Section. 


‘ash pit and additional tracks. 


RAILWAY STRUCTURES. 





Burr Oak, Itt.—The Chicago, Rock Island & Pacific has let 
the coniract to T. J. Leake & Co., Chicago, for building a new 
roundhouse. 


Butter, Pa.—The Butler Passenger Railway Co. may build a 
viaduct over the Baltimore & Ohio tracks on Center avenue, in 
Butler. 


Cuicaco.—Reports that final arrangements for building the new 
union passenger station on Canal street have been made are 
denied by officers of the interested companies. Plans have been 
prepared and land secured, but the usual disagreements and 
obstacles to starting the work have prevented any definite an- 
nouncement as to the date for beginning the work. 

See Chicago & North Western under Railway Construction. 


Fr. Wayne, Inp.—-The Pennsylvania has filed pians of a new 
passenger station to cost $20,000. The plans for building a union 
station in Ft. Wayne, mentioned in the Railway Age Gazette of 
July 1, have been dropped, 


Jamaica, N. Y.—See Long Island Railroad under Railway 
Construction. 

Lenape, Pa.—A contract has been given by the Philadelphia & 
Reading to D. W. Sperry, it is said, to put up a stone and frame 
passenger station at Lenape. 

Marguette, Micu.—The Duluth, South Shore & Atlantic has 
prepared plans for rebuilding the car shops recently destroyed 
by fire, and construction work will begin in a short time. 

MayFIiELp, Pa.—An officer of the New York, Ontario & West- 
ern writes that the company expects to carry out improvements 
at the Mayfield, Pa., yard, on the Scranton division, to include 
the following: A new 70-ft. turntable; 10-stall engine house; 
machine shop; carpenter shop; boiler house; store room and 
office; sand house and engine coal storage, together with an 
J. G. White & Co., Inc, New 
York, have been awarded the contract for the erection of the 
railway shops. The buildings will be of brick and steel con- 
struction. The estimated cost is $150,000. 

NortHEAST, Pa.—The Buffalo & Lake Erie Traction will build 
a 90-ft. bridge, it is said, near Northeast. 

Omauwa, Nes.—The Union Pacific has let the contract for 
the following buildings mentioned in the Railway Age Gazette 
of May 20: Miil, 90 ft. x 302 ft. brick and steel; five-stall 
brick engine house, 76 ft. 9 in. long; pony saw mill, brick, 24 ft. 
x 150 it.; sub-store building, 16 ft. 6 in. x 40 ft. 8 in., brick; 
sub-store shed, 30 ft. x 115 ft. steel; two lumber sheds, 20 ft. 
x 248 ft., frame; sand blast and varnish remover building, 24 ft. 
x 40 ft., brick; dry kiln, 47 ft. x 58 ft., brick. Geo. B. Swift & 
Co., Chicago, is the contractor. 


RocHester, N. Y.—The Buffalo, Rochester & Pittsburgh con- 
templates improvements at its Rochester terminal, it is said, to 
cost more than $300,000. 

Str. Louis, Mo—The house of delegates has passed the bill 
submitted to it by the city council of St. Louis providing for 
the east side railway approach to the free bridge. The opposi- 
tion to the bill was strong on the part of real estate men who 
argued that the approach suggested is a “plot” of the Terminal 
Association to “bottle up” the free bridge by locating the ap- 
proach where no independent line can get to it. The bill re- 
ceived only 15 votes, the exact number required for its passage. 

SWEETWATER, TEXAS.—See Atchison, Topeka & Santa Fe under 
Railway Construction. (Sept. 16, p. 523.) 

Sunsury, Pa.—The York Bridge Co., who was recently given 
the contract for building the new county bridge over the Sus- 
quehanna river, to be used also by the Sunbury & Northumber- 
land Electric Ry. Co., has given a contract for the reinforced 
concrete piers to W. H. Lyons, Sunbury. (Aug. 12, p. 297.) 


Wicuita, Kan.—Local press reports quote railway officers as 
saying that the railways entering Wichita have agreed to build 
a union passenger station to cost $200,000. No plans have been 
prepared. 
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SEPTEMBER 30, 1910. 


Late News. 


The items in this column were received after the classified 
departments were closed. 








The Cleveland, Cincinnati, Chicago & St. Louis is said to have 
ordered 35 locomotives. This item is not confirmed. 


The Wichita Falls & Northwestern has opened for operation 
an extension of the Panhandle division from Hollis, Okla., west 
to Wellington, Tex., about 25 miles. 


L. F. Loree, president of the Delaware & Hudson, has been 
elected a director of the New York, Ontario & Western, suc- 
ceeding Grant B. Schley, resigned. 


The Louisiana Railway & Navigation Co. will put up a brick 
warehouse, it is said. The structure is to be 50 ft. long x 250 
ft., on Liberty street, in New Orleans, La. 


F. J. Lisman & Co., New York, have purchased from the re- 
organization committee of the Southern Indiana-Chicago South- 
ern $2,500,000 first and refunding 5 per cent. bonds to be issued 
by the new company. 


Complaint has been filed with the Pennsylvania State Railroad 
Commission complaining against the Philadelphia & Reading be- 
cause it is collecting fares in excess of 2% Cents per mile on 
lines running to Reading, Pa. 


Cable advices to Kuhn, Loeb & Co., New York, say that the 
public offering of £1,500,000 Union Pacific first and refunding 
mortgage bonds in London, noted elsewhere in this issue, has 
been completely successful and that the subscription has been 
closed. 


The Northern Pacific has completed the grade for a new line 
from Dawson, N. Dak., northwest to McClusky, in Sheridan 
county, about 60 miles. A line is also being run northwest from 
Turtle lake, in McLean county, which it is expected will end 
near Berthold. 


Henry C. Osterman, of the Osterman Manufacturing Com- 
pany, testified Wednesday in the Illinois Central graft case. He 
gave the history of the connections of the company with the 
Illinois Central officers, and testified as to the number of shares 
of stock sold and given to officers. 


Supreme Court Justice Brady, of New York, who heard the 
application of New York for a temporary injunction restraining 
the New York Central & Hudson River from using dummy en- 
gines or steam locomotives on the streets and avenues below 
30th street, along Tenth avenue, has denied the application. 


A press despatch from Windsor, Ont., says that a Michigan 
Central train ran the 112 miles between St. Thomas and Wind- 
sor, on the Canada Southern division, in 92 minutes. The train 
which made the run is known as “No. 3,” is made up of eight 
coaches, and is drawn by one of the new Pacific type of loco- 
motives. 


The second track on the Atchison, Topeka & Santa Fe’s Iili- 
nois division between Chicago and Fort Madison is to be put 
in operation for passenger traffic Oct. 15, and most of the new 
uble track of the Missouri division Nov. 1. Second-tracking 
elsewhere is being rushed, especially between Winslow, Ariz., 
ud Ashfork, which section will be ready next spring. 


u 


iudge McCormick, of the United States Circuit Court, has 

ued an erder postponing the sale of the International & Great 
\orthern until the third Tuesday in May, after the legislature 
convenes. The postponement was granted on the application 
of the second and third mortgage bondholders and Receiver T. 
.. Freeman, representing the railway. In his order Judge Mc- 
Cormick refers to the so-called International & Great North- 
crn law passed at the recent special session of the legislature. 
The order concludes with the statement that it is granted solely 
because the court is of the opinion that under the circumstances 
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and in view of the law a sale of the property at this time would 
be injudicious. 


Secretary William H. Connolly has issued a call for the 
twenty-second annual convention of the National Association, of 
Railway Commissioners to meet in the offices of the Interstate 
Commerce Commission on Tuesday, November 15. The notice 
said that new committees are to report at the forthcoming con- 
vention. Some of the more important committees to report are 
those on shippers’ claims on common carriers, simplification of 
railway tariffs, rate and rate-making, uniform classification, rail- 
way capitalization, railway taxes and plans for ascertaining the 
fair value of railway property, and amendment of the act to 
regulate commerce. 


In the freight rate hearing the Atchison, Topeka & Santa Fe 
submitted its budget for 1911 and 1912, which calls for the ex- 
penditure of $66,000,000, as follows: Rights of way and station 
grounds, $2,424,225; grade revision and lessening curves, $5,473,- 
639; bank protection, $625,792; terminal yards, $4,317,937; bal- 
last, $5,914,088; tracks, $2,252,405; second track, $15,627,314; 
bridges, $3,488,209; track elevation, $3,364,435; station building, 
$4,685,174; shops, $2,597,014; water and fuel stations, $2,379,819 ; 
signals, blocks, etc., $2,064,051; machinery and tools, $550,000; 
new rails, $6,047,492; tie plates, $905,000; telephones and tele- 
phone lines, $382,000; docks and wharves, $1,450,000; roadbed 
work, $1,000,000; total, $66,500,664. 





Complexities of Prussian Molasses Freight Rate. 


Some of the complexities incident to making freight rates 
are illustrated by the experience of Prussia with what seems to 
us the simple substance molasses. Germany, it must be remem- 
bered, is a great sugar-producing country. It makes about 
2,200,000 tons a year, and competes with France and Austria for 
the export trade. Regarding this as an infant industry which 
needed encouraging, for many years these countries granted 
drawbacks on sugar exported, which in effect became premiums, 
and at last seemed likely to destroy the market for cane sugar. 
By the Brussels sugar convention of 1903, an end was put to 
this system, since which time the German production has falien 
off about 15 per cent. , 


Now molasses makes from 2 to 3 per cent. of the beets manu- 
factured, and in the last year reported amounted to about 500,- 
000 tons in Germany, as it came from the sugar refineries. The 
question is, what to do with all this molasses. There are special 
establishments which by processes not practicable at most re- 
fineries get a considerable amount of sugar from it, and these 
take more than half of the molasses. But since the Brussels 
convention sugar has been cheaper on the continent, and it is 
desirable (for the beet-sugar industry) that the stock should 
not be so increased; and, moreover, this re-refining has not been 
profitable recently. Another small part of the molasses, about 
7 per cent., is used in distilleries. But of late a large and in- 
creasing part has been sold for cattle-feed. This was looked on 
as a solution of the problem. Cattle-feed was needed. Immense 
quantities of coarse grains are imported every year for this pur- 
pose. To encourage this use of molasses a special rate was 
made for it. That is, molasses to be used as cattle-feed was 
carried at a lower rate than molasses to be distilled, or to be 
re-refined. 


The molasses is not usually fed raw to stock, but mixed with 
bran or meal. Now there are in the German market various 
kinds of mixtures of meals, oil cake, etc., advertised as having 
peculiar fattening power, but usually sold for a good deal more 
than their components cost. Since the reduction in the rate on 
molasses to be used as feed, the producers of these mixtures 
have in many cases sweetened their stuff with molasses, and then 
claimed the low rate. The stuff has been submitted to Dr. 
Schulz, chemist of the Laboratory of Tests, and he reports: 
That nothing should go at the reduced rate which is not at 
least 50 per cent. in weight molasses. Almost any bran or meal 
will absorb more than that and remain dry enough to handle 
and not stick to the troughs. And thus there may be a great 
consumption of an article which otherwise would tend to over- 
supply the sugar market and threaten the prosperity of the 
sugar-beet industry. 
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Equipment and Supplies, 





LOCOMOTIVE BUILDING. 





The Tata Iron & Steel Company has ordered two six-wheel 
switching locomotives from the American Locomotive Company. 


The Chicago Junction has ordered five 20-in. x 28-in. cylinder 
six-wheel switching locomotives from the American Locomotive 
Co. in addition to the order placed as reported in the Railway 
Age Gazette of May 27. Two of the engines will be used on the 
Chicago River & Indiana. 

‘The Spokanc, Portland & Seattle, reported in the Railway Age 
Gazette of July 15 as being in the market for three ten-wheel 
locomotives, is said to have ordered 10 oil-burning passenger 
locomotives from the Baldwin Locomotive Works. This item is 
not confirmed. 





CAR BUILDING. 





The Grand Trunk is in the market for 10 sleeping cars. 


The Richmond, Fredricksburg & Potomac is in the market 
for 25 box cars. 


The Hudson & Manhattan is understood to be figuring on 
40 steel subway cars. 

The Brinson Railway is in the market for 100 thirty-ton 
wooden frame box cars. 


The Indian Refining Company has ordered 69 tank cars from 
the American Car & Foundry Company. This equipment is for 
immediate delivery. 


The Cold Blast Transportation Company, reported in the Fail- 
way Age Gazette of March 25 as in the market for refrigerator 
cars, expects to piace an order within a few days for 400 to 500 
steel underframe beef cars. 


The Dairy Shipper’s Despatch, reported in the Railway Age 
Gazette of August 12 as figuring on refrigerator cars, advises 
that probably no action will be taken on this order until spring. 
It is the intention to eventually order 100 cars. 


The Duluth, Missabe & Northern is having 25 refrigerator 
cars built by the. Peteler Car Company. The cars are of the 
Moore patent, 36 ft. long, and of 30 tons capacity. This com- 
pany is also in the market for two baggage-mail cars. 


The Pennsylvania Lines West, mentioned in the Railway Age 
Gazette of September 23 as figuring on freight equipment, has 
inquiries with the car builders for 120 box, 20 hopper and 10 
flat cars. It is understood that this equipment is for the Cleve- 
land, Akron & Columbus. 





IRON AND STEEL. 





The Michigan Centrai is in the market for 500 tons of bridge 
steel. 


The Long Isiand is in the market for 12,000 tons of structural 
steel. 

The Chicago & Western Indiana is in the market for 2,000 
tons of bridge steel. 

The Pennsylvania has ordered 800 tons of bridge steel from 
the Phoenix Bridge Company. 

The Erie is in the market for 600 tons of bridge steel for use 
in a bridge at Paterson, N, J. 

The New York, New Haven & Hartford has ordered 7,000 
tons of bridge steel from the Boston Bridge Company. 

The Florida East Coast has ordered 7,000 to 8,000 tons of 
shapes and plates from the American Bridge Company. 

The Chicago, Milwaukee & St. Paul has ordered an addi- 
tional 5,500 tons of rails from the Illinois Steel Company. 

The Lake Shore & Michigan Southern has ordered 900 tons 
of bridge steel from the Pennsylvania Steel Company for use 
in a lift bridge at Cleveland, Ohio. See Railway Age Gaczette, 
August 26. 
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Generai Conditions in Steel—Notwithstanding the assurances 
of Chairman Gary, it is admitted that the steel trade is not in 
good shape, not from an inherent weakness in the industry itself 
nor general business conditions, but rather due to the policy of 
the railways, by whom little buying is being done. Reports say 
that prices are being shaded by the independent steel producers, 
at least in those cases where the business is to be secured by 
so doing, and that where prices are being maintained, it is be- 
cause the amount of business to be secured is not sufficient to 
justify the effect of the cut. A large volume of prospective rail- 
way business is reported, but it is not expected to reach the 
markets before the latter part of November. 





Blueprint Trimming Table. 


A great deal of time is lost in drafting offices in the cutting 
of paper and tracing cloth into sheets, owing to the fact that 
this material comes in rolls. In an office employing a number 


of men a mechanical appliance for doing this cutting 1s indis- 
The C, F. Pease Company, Chicago, has lately placed 
It is provided 


pensable. ; 
on the market a table which is here illustrated. 





Pease Blueprint Trimming Table. 


with parallel clamp operated by a foot treadle which holds the 
paper or tracing cloth securely while the revolving cutting knife 
is used. The knife is driven by a motor and wiil cut five to 
ten sheets, being rotated mechanically and without friction 
against the plate or the material that is being cut. Both hands 
of the operator are free to handle the material as the knife once 
started in operation works independently. The top of the table 
is divided by lines into inch spaces and has figures along the 
edge so that any size sheet can be readily cut. A sizing diagram 
can also be provided for the top of the table so that any size 
sheet may be cut without a calculation being first performed. 
Baskets are furnished at the end when desired, instead of the 
light proof box shown in the illustration. 





Western Air Dump Cars. 


The Atchison, Topeka & Santa Fe recently purchased 100 
20-yard air dump cars from the Western Wheeled Scraper Com- 
pany, Aurora, Ill., and about two-thirds of them are in use on 
the construction of a second track near Chillicothe, Ill. The 
air dump car has been in successful operation for contractors’ 
use for a number of years, and, to a greater or less extent, by 
railways directly. The satisfaction given by this type of dump 
car led to the demand for one of larger capacity than was here- 
tofore thought practicable, and the 20-yard car was designed 
to meet the demand for railway use. It is of 80,000-lb. capacity 
and built to conform to M. C. B. requirements. 

The dumping device consists of.a cylinder and a set of levers, 
chains, shafts and cams for each side. The thrust of the cylin- 
der-rod acts on the lever which transmits the motion to a shaft 
through a chain operating over a cam. On the same shaft are 
two other cams to which the dumping chains are attached, the 
upper ends of the dumping chains being fastened to the outer 
angle sills of the bed. The action of the lever causes the shaft 
to rotate, drawing the bed down to the dumping angle. The 
return of the bed to carrying position is accomplished by a 
similar action of the device on the opposite side of the car. 
The operation of the dumping and righting of the cars is con 
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trolled by the engineer through a special four-way valve and 
requires but a few seconds of time. It will be seen that this 
method is a vast saving in both labor and time over the use of 
unioading plows or hand shovelers. The amount of air re- 
quired for dumping the car is very largely dependent on the 
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becomes a rail base extension, and in tests has shown great hold- 
ing power against movement of the rail. The wedge, being made 
of malleable iron, will not nick the base of the rail, although 
binding the rail and plate together firmly. The continuous bot- 
tom rib, shown in the bottom view, excludes moisture and pre- 
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manuer in which the cars are loaded. If they are loaded slightly 
heavier on the side on which they are to be dumped, they fre- 
quently dump automatically when released. 








P Clarke Tension Set Tie Plate. 

4 The accompanying illustrations of the Clarke tension set tie 
) plate, sold by the Adreon Manufacturing Company, St. Louis and 
d Chicago, show improved designs for both square and screw spike 


ee 





Western Air Dump Cars After Application of Air. 


vents the plate from skewing on the tie. The backing for the 
spikes prevents the heads from bending up and away from the 
rail. The projecting lugs can be bent over the base of the rail 
or, if left standing, are equivalent to a %-in. shoulder. 

As the mechanical abuse to which tie plates are subjected, due 
to lost motion between the rail and the plate, is eliminated, a 
36-in. plate of this design will not break or bend. This design is 
said to eliminate worn spikes or shoulders on- the Clarke plate. 


Top and Bottom Views of Tie Plate. 





> installations. Considerable interest has been directed to the 
locking of the tie plate to the base of the rail. Actual service is 
said to have demonstrated that the tapered wedge, driven down 
lirmly by an ordinary spike maul, puts the plate under heavy ten- 
soi and that the wedge will not work loose. The plate thus 











After the plate is properly set and the wedge driven it should 
remain exactly as set so far as gage and spacing of ties is 
concerned. 

These plates in malleable iron and steel are now in use or 
upwards of 15 prominent railways. 





RicuMonp, Va., September 15, 1910. 
To THE STOCKHOLDERS: 


_ The Thirty-second Annual Report of the Board of Directors, for the 
fiscal year ended June 30, 1910, is herewith submitted. 

. The average Main Track Mileage operated during the year was 1,936.9 
miles, being an increase over the average mileage operated during the 
preceding year of 40.3 miles. The Main Track Mileage operated at the 
end of the year was 1,938.8 miles, an increase as compared with June 30, 
1909, of 35.9 miles. 


RESULTS FOR THE YEAR. 


PE ON, on sv bo aks ode nena tscesseeews eed $31,237,169.30 
(Increase $4,606,451.52 or 17.29%.) 


OR EE INE 6s cab 55s 4 sas dks ee ss She SE SNS 


18,936,699.02 
(Increase $2,569,861.07 or 15.70%.) 








Peet any SURO MAURIE, 5. 5 ios b ds:s bpm sb soe ow Scena die 
(Increase $2,036,590.45 or 19.84%.) 


PU a a ee re os sie chase pynaeuies 
(Increase $72,144,12 or 9.00%.) = 


Operating Income, Taxes deducted, waS.............e.s0e0e- $11,426,726.16 
(Increase $1,964,446.33 or 20.76%.) 


12,300,470.28 


873,744.12 




















De SeEURREE DILURINIRG RMS as a awa bio ben be keen 1,161,365.22 
(Increase $452,501.88 or 63.83%.) — 
$12,588,091.38 
Rentals and Other Payments were................0ceeecees 727,453.98 
(Decrease $530.33 or 0.07%.) 
Income for the year available for interest was.............. $11,860,637.40 


(Increase $2,417,478.54 or 25.60%.) 
Interest (46.96% of amount available) amounted to.........- 
(Increase $139,119.41 or 2.56%.) 


Net Income for the year, equivalent to 10.02% on capital stock 
ee, TM So rch nace csn neem es sawces > 
(Increase $2,278,359.13 or 56.78%.) 


5,570,151.10 





6,290,486.30 


Dividends paid during the year: Three dividends of 1% each, 
and one dividend of 14%, aggregating 


2,668,617.50 
(Increase $1,412,803.50, or 112.5%.) 


3,621,868.80 





Balance devoted to improvement of physical or other assets... 


ACQUISITIONS DURING THE YEAR. 


In pursuance of authority given by the stockholders at the last annual 
meeting, held in Richmond, Virginia, October 19, 1909, your Company has 
acquired the properties of the following companies, whose stock it had 
previously owned: Coal River Railway Company, owning 69.3 miles of 
road; Raleigh and Southwestern Railway Company, owning 20.1 miles. The 
properties named having thus been made integral parts of The Chesapeake 
and Ohio Railway, their funded debt is now listed in the balance sheet as 
funded debt of your Company instead of being shown, as heretofore, below 
the balance sheet as bonds guaranteed by The Chesapeake and Ohio Rail- 
way Company. During the year, 5.8 miles were added to the Coal River 
line, and an extension of 0.7 mile of the Paint Creek branch was com- 
pleted. Further extensions of 11.4 miles of the Coal River Railway and 
14.1 miles of the Raleigh and Southwestern Railway are in progress; also 
an extension of the Guyandot Valley branch of 21.4 miles. These exten- 
sions are for the purpose of further development of timber and coal ton- 
nage, and should be completed and in operation during the fiscal year 1911. 


_ Other acquisitions mark a most important epoch in your Company’s 
history, namely: 63,478 shares of stock of The Hocking Valley Railway 
Company and 40,271 shares of stock of The Kanawha and Michigan Rail. 
way Company; and payments amounting to $3,919,196.92 were made on 
account of cost of the Chicago Line hereinafter referred to. Your Com- 
pany owned at the beginning of the fiscal year 11,540 shares of common 
stock of The Hocking Valley Railway Company, so that its ownership of 
stock of that company at the end of the year was 75,018 shares. At the 
time of the purchase referred to, The Hocking Valley Railway Company 
had_ outstanding 110,000 shares of common stock and 150,000 shares of 
preferred stock, but that company, having received a large amount of cash 
on account of the sale of its interest in certain other lines, applied it to 
the retirement of its preferred stock. This retirement was at first enjoined 
on the petition of three stockholders holding in the aggregate only 155 
shares of preferred stock, which appears to have been acquired by them a 
few months before the determination was made to retire the preferred 
stock, and only 90 shares of common stock apparently acquired after the 
retirement had commenced. The proceedings for the retirement were after- 
ward decreed by the United States Circuit Court to be valid and lawful in 
every respect, the injunction was dissolved, and your Company therefore 
owned on June 30, 1910, 75,018 shares of capital stock of The Hocking 
Valley Railway Company out of a total of 110,000 outstanding. 


The total number of shares of The Kanawha and Michigan Railway 
Company capital stock outstanding is 90,000, of which, as above indicated, 
your Company owned on June 80, 1910, 40.271 shares. A similar amount 
is owned by the Lake Shore and Michigan Southern Railway Company. 

For exhibit of results of operation, financial condition, etc., of The 
Hocking Valley Railway Company and of The Kanawha and Michigan 
Railway Company, reference is made to the annual reports of those com- 
panies. 

For payments on account of cost of the Chicago Line above men- 
tioned, together with payments made since the close of the fiscal year (all 
payments to date aggregating $8,220,664.03), on account of which your 
Company has received and now holds in its treasury as free assets securi- 
ties of The Chesapeake and Ohio Railway Company of Indiana, a com- 
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pany organized on July 2, 1910, which acquired, from purchasers at fore. 
closure sale, on July 5, 1910, the road formerly owned by the Chicago, 
Cincinnati and Louisville Railroad Company, operated by J. P. Goodrich, 
Receiver, since February 18, 1908. The results of operations of that line, 
the shortest between Cincinnati and Chicago, are included, from July 1, 
1910, with those of The Chesapeake and Ohio Railway Company. As a 
trunk line between the Atlantic seaboard and Chicago, the Chesapeake and 
Ohio has taken a distinct forward step. The distance from tidewater at 
Newport News to Chicago via Chesapeake and Ohio Lines is 940 miles, 
comparing favorably with the length of lines of other systems from tide- 
water at New York to Chicago, ranging from 906 to 998 miles. 


The number of miles operated by the three companies above men- 
tioned is as follows: 


The Hocking Valley Railway Company.........++eeeeees 350 
The Kanawha and Michigan Railway Company..........-.- 175.6 
The Chesapeake and Ohio Railway Company of Indiana.... 284.6 


Your Board considers this a conservative and much needed expansion 
of your Company’s interests, amply warranted by the extraordinary growth 
during the past twenty years, as exhibited in the preceding section of this 
report, and has great satisfaction in the added belief that the Chesapeake 
and Ohio will become more useful and prosperous, not only in building up 
and fostering commerce between the States, but also locally within the 
States of Ohio, Indiana and Illinois, respectively, as well as within the 
States which it has heretofore served. In this connection reference is 
made to the new map accompanying this report [elsewhere in the Railway 
Age Gazette] by which it will be seen that the lines referred to reach Lake 
Erie and Lake Michigan and the important cities of Columbus, Toledo, and 
Chicago, as well as many other progressive communities. 


FINANCIAL. 


The outstanding capital stock was reduced during the year through the 
conversion of $1,100 par value of first preferred stock into common stock 
and General Mortgage 4% per cent. bond. 

The increases in your bonded debt shown by balance sheet of June 30, 
1910, as compared with June 30, 1909, are as follows: 

Held for 


Sale for 
Future Ex- 
penditures, 


Held 
as Free 
Assets. 


Issued 
or Assumed 
During Year. 
The Chesapeake & Ohio Railway Com- 
pany 4% per cent. 20-year Converti- 
ble Bonds, maturing Feb. 1, 1930... .$31,390,000 
Coal River Railway Company First 
Mortgage 4 per cent. Bonds, matur- 
ing June 1, 1945 (see preceding sec- 
tion) 
Raleigh & Southwestern Railway Com- 
pany First Mortgage 4 per cent. 
Bonds, maturing July 1, 1936 (see 
preceding section) 
The Chesapeake & Ohio Railway Com- 
pany 4% per cent. General Mortgage 
Bonds, maturing March 1, 1992, 
issued for expenditures for double 
track ($741,000), and in exchange for 
preferred stock ($1,000)........... 
The Chesapeake & Ohio Railway Com- 
pany, Paint Creek Branch, First 
Mortgage, 4 per cent. Bonds, matur- 
ing Feb. 1, 1945 14,000 14,000 
Through the operation of sinking funds, $19,000 Greenbrier Railway 


Company First Mortgage 4 per cent. Bonds and $52,000 Big Sandy Railway 
Company First Mortgage 4 per cent. Bonds were retired during the year. 


The convertible bonds above mentioned were sold to bankers on May 2, 
1910, subject to subscriptions made by stockholders pursuant to an offer 
made under date of March 25, 1910. This issue of bonds was approved at 
a special meeting of the stockholders held in Richmond, Virginia, April 28, 
1910, at which the issuance of not exceeding $37,200,000 of said convertible 
bonds and (to provide for their conversion at par on or after May 1, 1911), 
an increase in your Company’s common capital stock from $63,260,300 to 
$100,000,000 were respectively authorized. 

The balance sheet makes a full exhibit of your Company’s condition as 
of June 30, 1910, and it will be observed that your Company had at that 
time: 


2,450,000 $45,000 $155,000 


750,000 286,000 214,000 


742,000 741,000. ase 


eee RNR CIINOND ais Giosa-s awk e's $12,207,966.54 
Material and supplies ............. 2,473,653.60 
Unpledged stocks and bonds worth.. 21,825,625.90 
Payments on account of cost of Chi- 
cago Line (on account of which 
securities of The Chesapeake & 
Ohio Railway Company of Indi- 
ana were afterward received).... 
Deferred or accrued assets......... 


3,919,196.92 
534,672.93 
~—— -$40,961,115.89 
Against which there were: 
Working liabilities ............... 


Deferred or accrued liabilities 


$7,678,055.08 
2,328,833.59 
——————$10, 006,888.67 
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From an analysis of the property accounts it will be seen that improve- 
ments and betterments were made to the amount of $3,472,726.44, and added 
to cost of road, and the $1,950,076.99 was added to the equipment account 
during the year. 

GENERAL REMARKS. 
The equipment in service on June 30, 1910, consisted of: 





Locomotives owned......... ee rE ET rt 486 Increase 27 
Locomotives leased under Equipment Trusts........ 213 Nochange 
fe SER RR Se ty mae Ee RAPE TONER es 699 Increase 27 
Passenger Train Cars owned......ccccccccccsccece 306 No change 
Freight Train and Miscellaneous Cars owned........ 18,265 Increase 272 


Freight Train Cars leased under Equipment Trusts...20,195 Increase 2,990 


Twelve locomotives were retired and thirty-nine added to the equip- 
ment. 1,353 freight train and miscellaneous cars were retired, and 4,615 
added to the equipment, the latter all of fifty-ton capacity. Operating 
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expenses were charged with the book value of the equipment retired (less 
salvage), amounting to $444,449.24, as also with the sum of $584,968.08. 
representing depreciation during the year. The latter sum, together with 
the amount to the credit of the fund at the close of the previous year, 
a total of $1,397,142.79, appears on your balance sheet as a credit to 
the cost of property. 


The second track work, including revision of line and grade Lee Hall 


to Grove, 4.5 miles; Greenway to Gladstone, 5 miles, and 
Barboursville, 27.8 miles, was completed during the year. 
and Walker to 
miles, has been completed since the close of the year. 
Providence Forge to 


Gladstone 


to Riverville, 


4 miles, 


St. Albans to 
Second track 
Providence 
Second track work 
lko, 9.2 miles; Korah to Westham, 


Forge, 6 


7 miles, and 


Fort Spring to Rockland, 2.1 miles, should be completed by the end of 


the calendar year. 


In addition, second track work, aggregating 67 miles, 


is in progress on the Cincinnati division, the greater portion of which 


should be in operation at the close of the calendar year. 


Upon comple- 


tion of the second track now under construction, your line from Newport 
News to Cincinnati will have two lines of tracks, with the exception of 
9 miles in West Virginia and 48 miles in Kentucky, or a total of 57 


miles. 








RETROSPECT—TWO DECADES. 


If the present volume of traffic continues, it will be necessary 


The last two decades, covering approximately the period since the reorganization of your Company, have witnessed such considerable achievement that 
it seems fitting to record in this report the following statistics indicating the growth in actual value of your 
property and an even greater growth in public service: 











1910 compared 1910 compared 











Year ended Year ended Year ended with 1900, with 1890. 
June 30, 1910. June 30, 1900. June 30, 1890. Increase. Increase. 
Average Miles Operated..........cccccccccscccccvessscrcccceucees 1,936.9 1,476.2 931.0 31.2% 108.0% 
Gross Operating Revenue .......ccccecccccccescresseceecesseecceens $31,237,169.30 $13,402,070.27 $7,161,949.37 133.1% 336.2% 
FREIGHT 
eal ae Clik DUR as scsi en nse saase das sonevecesevawesccanes 15,549,977 4,679,397 1,464,856 232.3% 961.5% 
Other Mreight TOnaawe csc cs csccsaicis vince te sie.s cewis eee ce eee cine ses 7,842,252 5,067,443 2,295,721 44.9% 219.8% 
Oe a a eee Sr Eee eer ee Pree tt 22,892,229 9,746,840 3,760,577 134.8% 508.7% 
aie i no esis var enrarinpeanees sawnwivans<seadas 6,123,134,875 2,946,894,104 — 1,006,323,855 107.7% 508.4% 
Noises ecan by uek Had Dae OK RES Aaa Ae eige wa hans $24,901,199.77 $10,095,144.20 $5,884,255.70 146.6% 362.5 % 
Revenue per ton mile—mills......... 0... eee eee ee eee eee eter teen ene 4.07 3.43 5.35 18.6% **93 9% 
Freight Train Miles.......-cccccsssceccecccecsccccccececcsssssssees 8,739,022 6,044,579 4,475,114 44.5% 95.2% 
Revenue per freight train mile......... 6... cece eee ee ee renee eee eees $2.84.9 $1.67.0 $1.20.0 70.5% 137.4% 
Revenue tonnage per train.........ee cece sees cece recor enecenceeeves 701 488 225 43.6% 211.5% 
Tonnage per train-—Inc. Company’s Material..........++.eeeeeeeeees 733 Not kept Not kept eeeees iaeasia 
Pe Se oe! | a rs rrr eae er a er re ce 200,270,768 140,598,218 79,866,972 42.4% 150.7% 
Average Tonnage per loaded car......... see e cece cece eee e eens 30.6 21.0 12.6 45.7% 142.8% 
Revenue freight carried one mile per mile of road—tons.......... 3,161,307 1,996,250 1,080,906 58.3% 192.4% 
PASSENGER. 
Passengera Carried occ o:isic cis cc 605 oees case sense scie since ss eaeinee 4,969,612 2,586,529 1,470,642 95.9% 237.9% 
Number of passengers carried one mile....... esse eee eee cece ee eeeeee 226,715,956 135,852,014 71,560,114 66.9% 216.8% 
PASSEn@r PRREVENUG 6 655105 0s oct oni oso ctewrawice dies sesionvocaweaaes ee $5,002,205.07 $2,681,076.37 $1,471,436.56 86.6% 240.0% 
Total Passenger Train Revenue .......... cece eee ee rece centre teeeees $5,813,200.44 $3,177,662.49 $1,669,605.78 82.9% 248.2% 
Revenue per passenger per mile... 1... . eee eee eee e eee eee e teen eee 2.206 cents 1.973 cents 2.056 cents 11.9% 7.3% 
Number of Passengers carried one mile per mile of road.......... 117,051 92,028 77,530 27.1% 51.0% 
Passenger Train Mileage .........cccccccccccccccrcceccccccceveccs 4,276,193 2,723,228 1,925,597 57.0% 122.1% 
Passenger Revenue per train mile, not including Mail and Express.... $1.17 $0.98 $.765 19.4% 52.9% 
Passenger Revenue per train mile, including Mail and Express........ $1.36 $1.16 $.868 17.2% 56.6% 
EQUIPMENT. 
LocoMOTIVES. 
Number of Passenger and Switching Locomotives...........++++++++ 161 102 59 57.9% 172.9% 
Tractive Power—pounds ......cccsccccccsccsccceveccccvcrcccssseces 4,135,874 1,703,266 445,778 142.7% 828.0% 
Average Tractive Power—pounds.........sseeeeeceeecrerceeecteerene 25,688 16,698 7,556 53.7% 240.0% 
Number of Freight Locomotives.........sceceessccescccccsccereeres 538 274 178 96.4% 202.2% 
Tractive power—pounds .......- cece ecceccreerrrecr reece ceeeeeees 18,597,274 7,452,800 3,767,370 149.5% 393.7% 
Average Tractive Power—pounds.........ceeeeeeecceccceeeeeeeeeeees 34,567 27,200 21,165 27.1% 63.4% 
PassENGER TRAIN Cars. 
Nan OE CC RNE 55.555 oo 5-0.04 0 ods Owes ale ATMOS OT siglenis sieiselecs ea eens 306 221 144 88.5% 112.5% 
Seating CAPACHY 6.0 0cc acces cn esis sleds ciesieeseweereeeeercceseeeeves 11,793 7,541 4,641 56.4% 154.2% 
REVENUE FREIGHT TRAIN Cars. 
SSRI ENCE 5.55 Widow 000 0:0 bec onde 0 4a Alara eres glee sreie se onion ald a aide 37,453 16,622 9,572 125.8% 291.3% 
‘Tonnage Capacity: 
ONE 0 GE A Roh A Pee PAO, CeCe ee ery Oe eee 250,598 222,394 93,740 12.7% 167.5% 
STENT IIS, FESR ce ree ey cone an pm te nee See t 12,425 9,495 7,040 30.8% 76.5% 
a hr sat OO alee Ni as orig eh aa Ns 37,940 14,287 19,430 165.5% 95.3% 
Or ae oer re arden ADP RE PET WM ECT ET Ta a aCe eee RR ee 16,535 3,020 2,305 447.5% © 617.3% 
BER er MR ge Ae a gosiasy axis are a eRe low Dea eae ws ew Nae REs 670,980 77,005 22,780 771.3% 2845.4% 
Se RN oot crc nitn oda de Gita hwek Coke ie enah wera 636,967 155,424 68,994 309.8% 823.2% 
OUHl AGATARS COBAGIRY, 4 6.5 5626.4 26:404 6 wit oes 919 '006 en givi9 aivieleieleiwinre seca 1,625,445 481,625 214,289 237.5% 658.5% 
PV OTAGO (Cap uCiby—— 0 ONG. a5 ois:5 0515 544 sisi e's were © 10 6)8'6. 09-4: 00! fe 0'5%9) 8 are ik 99 008% 43.4 29.0 22.4 49.7% 93.8% 
**Decrease. 


The net income for twenty years after deducting operating and interest charges amounted to 
\mount paid in dividends during same period (26.92% of net income)........eeeee eee ee ee eee e eee eeeeee FO ET Se TT ee 
Remainder devoted to improvement of physical or other assetsS....... ccceeee cece creer eee e ene eeneenneeee ta anal hon iat arailer eit AG a Ree E AES 





$35,234,044.25 
9,485,116.50 
$25,748,927.75 
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to double track the remaining 48 miles in Kentucky during the ensuing 
calendar year. 


The coal and coke tonnage was 15,549,977, an increase of 21.5 per cent.; 

other freight tonnage was 7,342,252, an increase of 28.5 per cent. The 
total tonnage was 22,892,229 tons, an increase of 23.7 per cent. Freight 
train mileage was 8,739,022 miles, an increase of 15.8 per cent. Freight 
revenue was $24,901,199.77, an increase of $4,015,688.56 or 19.2 per 
cent. The revenue ton miles were 6,123,134,875, an increase of 20.2 
per cent. The ton mile revenue was 4.07 mills, a decrease of 0.7 per cent. 
Revenue per freight train mile was $2.84.9, an increase of 3.0 per cent. 
The revenue tonnage per train mile was 701 tons, an increase of 26 
tons, or 3.9 per cent.; including Company’s freight the tonnage per train 
was 733 tons, an increase of 3.7 per cent. The average tonnage per 
loaded car was 30.6 tons, an increase of 3.0 per cent. The number of 
tons revenue freight carried one mile per mile of road was 3,161,507, 
an increase of 17.7 per cent. 
m There were 4,969,612 passengers carried, a decrease of 2.5 per cent. 
fhe number carried one mile was 226,715,956, an increase of 4.1 per cent. 
Passenger revenue was $5,002,205.07, an increase of 11.6 per cent. Total 
passenger train revenue was $5,813,200.44, an increase of $535,168.41, or 
9.8 per cent. Revenue per passenger per mile was 2.206 cents, an increase 
of 7.0 per cent. Number of passengers carried one mile per mile of road 
was 117,051, an increase of 2.0 per cent. Passenger train mileage was 
4,276,193, an increase of 12.0 per cent. Passenger revenue per train mile 
was $1.17, a decrease of 0.3 per cent.; including mail and express it was 
$1.36, a decrease of 1.7 per cent. 

There were 12,412 tons of 100-lb., 7,254 tons of 90-lb., and 3,963 tons 
of 85-lb. steel rails used in renewals, a total of 23,629 tons, or 158.8 miles 
of track, There were on June 30, 1910, 686.9 miles of main track laid 
with rails weighing 100 lbs. per yard, 93.1 miles with 90-lb., 477.4 miles 
with 85-lb., 608.6 miles with 80-lb., 75-lb. and 70-Ib., and 213.1 miles with 
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rails of lighter weight, a total of 2,079.1 miles of main track, including 
branch lines, 

There were 951,881 ties used in maintaining existing tracks, and 
277,290 in new construction, a total of 1,229,171. There were 838,959 yards 
of ballast used (principally stone), of which 276,873 yards were used in 
construction work, 


Repairs were made to 813 locomotives, 287 passenger train cars and 
108,015 freight train cars. The average amount expended per locomotive 
operated was $2,338.78; per passenger car operated, $792.54; per freight 
car operated, $67.86. The average capacity of freight cars operated is 43.4 
tons, and the average tractive power of freight locomotives 34,567 pounds. 

On October 19, 1909, Mr. Theodore P. Shonts was elected a Director 
in your Company vice Mr. John W. Castles, deceased. 


On June 5, 1910, your Company sustained a serious loss in the death 
of Mr. Charles E. Doyle, Vice-President in charge of operation. The Board 
of Directors, by suitably entry upon its minutes, promptly recorded its high 
appreciation of his character and service. 


On May 1, Mr. E. W. Grice, the General Superintendent of the West 
Virginia General Division, was appointed General Manager; Mr. E. P. 
Goodwin was transferred from the Kentucky General Division to the West 
Virginia General Division as General Superintendent; Mr. J. P. Stevens 
was promoted to the General Superintendeney of the Kentucky General 
Division, and Mr. T. J. Connors appointed Superintendent of the Cincinnati 
Division. 

Acknowledgments are made with pleasure to officers and employees 


for faithful and efficient service during the year 
By order of the Board of Directors 


FRANK TRUMBULL, 


Chairman. 


GEO. W. STEVENS, 
President. 





THE FIFTY-FIRST ANNUAL REPORT OF THE CHICAGO AND 





NORTH WESTERN RAILWAY CO. 


FISCAL YEAR ENDING JUNE 30, 1910. 


The results of the operations of the Chicago & North Western Railway 
Company for the fiscal year ending June 30, 1910, were as follows: 


Average number of miles operated, 7,629.45. 
Operating revenues— 


PE RUINS. Css babes ses naesnin asa $49,536,839.18 
NR ds concen b 0 aes oa eee 18,431,017.47 
Other transportation revenue ............ 5,768,344.63 
Non-transportation revenue .............. 439,483.41 

tn Os ONE soo ak emake hb ene eee e se $ 684.69 


7 
Operating expenses (70.31 per cent. of operating revenues). 5 

















Net operating revenue ............-eseeeseeeeeeeees $22,022,065.48 
ee ee eae 56,941.00 
ee ee ee yey Fer et eee eee $21,965,124.48 
Taxes accrued (4.02 per cent. of operating revenues)...... 2,979,512.52 
Ce ae eee ee ry ret ere he $18,985,611.96 
Other income— 
Rents—credits ........sseceseccccccssscces $84,180.43 
Dividends on stocks owned............... 1,594,249.50 
Interest on funded debt owned........... 1,900.00 
Interest on other securities, loans and ac- 
ae SS ere ere ee 808,309.23 
DisecrtameONS TAOOMNE  .oc cen wsescccceccs 51,120.29 
et RRS DO onion keke ces bobs seRe Ra ee bo 
ie Ms De kcce ks ash eS be ees ese ee ee eee 
Deductions from gross income 
ee aor tre rr 
Interest accrued on funded 
SO ee en Feet ree ries - 
DME cKckicseenssk bh oseses soem 225,500.00 
i ere 2.5 cpesks tae ee wee eae 20,649.28 
Total deductions from gross income................+- 9,226,874.05 
ie CREE. ick ks 55a shes ten be eed es eben bancee ss as $12,298,497.36 
Dividends (8 per cent. on preferred and 7 per cent. on com- 
ee ES ree eee er ee Te TT TT Pre rk e ee *9,832,038.00 
Balance income for the year........c.cecscccceseses 2,366,459.36 


*This amount includes one-half year’s dividend on the increase in com- 
mon stock of the company issued during the current year. 
The results as compared with the preceding fiscal year were as follows: 











Freight revenuc imecreaced ......2..scccesees $5,917,747.91 
Passenger revenue increased...............+- 1,555,349.04 
Other transportation revenue increased........ 621,723.14 
Non-transportation revenue increased......... 102,393.57 
Increase in total operating revenues.............-++-- $8,197,213.66 
Operating expenses increased..............+.. $8,962,379.80 
a ee ere erie ris 264,880.73 
Increase in operating expenses and taxes 
eg Jess eeeece seeee asec eeeees $9, 227,260.53 
Net deficit from outside operations increased. . 41,034.46 
9,268,294.99 
Decrease in operating imcome..........-.ee eee ee eee $1,071,081.33 


The operating expenses for the current fiscal year include $30,150,911.21 
paid for labor as compared with $24,808,750.37 paid during the preceding 
fiscal year, being an increase of $5,342,160.84 paid on account of_ labor. 
Of this increase $738,750.67 was due to increases in the rates of com- 
pensation, and $4,603,410.17 to the increase in the number of employees. 

The taxes paid during the current fiscal year increased By yet Pv 
compared with the preceding fiscal year, of which $123,027.87 was due 
to the amount paid on account of the United States Government excise 
tax. 





MILES OF RAILROAD. 


The total number of miles of railroad owned June 30, 
1910, was 





Cave niehss SOREN Eee aes seu saa eRe NG wa SSeS ees 7,506.47 miles 
In addition to which the company operated 
Through ownership of entire capital stock- 
Princeton & Western Railway (Wyeville to Ne- 
Sat RGD! nance keke ccee keer sy ee wes s 16.06 miles 
Wolf River Valley Railway (Junction east of 
Elton to Van Ostrand, Wis.).............. 1.98 “A 
- - 18.04 * 
Under lease— 
St. Paul Eastern Grand Trunk Railway (Clin- 
tonville to Oconto, Wis., and branches)..... 60,02“ 
De Pue, Ladd & Eastern Railroad (Ladd to 
RUNIIMUNE IE EELS ec hoe ween came beeen wees kw soe 3.25 F 
63.27 sis 
Under trackage rights— 
Peoria & Pekin Union Railway (in the city of 
1 ESTEE | LG ES re ree he eee ee ee 2.02 “ 
Chicago, Indiana & South’n Railroad (Churchill 
to Ladd, REE RE Tier Oh Men See a 220: * 
Union Pacific Railroad (Broadway Station, 
Council Bluffs, Ia., to South Omaha, Neb.). 8.73 “ 
Chicago, St. Paul, Minneapolis & Omaha Rail- 
way (thier to TOmahe, Ned). <5. 6.06 ss0 500s 24.70 * 
Missouri Valley & Blair Railway & Bridge 
Ce ae CSRs ee ea reer 336 * 
_—_ 41:61 “ 
Total miles of railroad operated June 30, 1910.......... 7,629.39 ‘ 
The above mileage is located as follows: 
PAE DS SR a ee Pe errs ee ene are 685.02 miles 
Ir SN ee eh a a awe wie tb are 1,968.73 ‘“* 
Sis PRR MOMIMA Ace hiss undue bones FER Ab be eh es ieic sine es 519.88 “ 
fis ROR R GS or pcan maw. esas aS biknlh Skies 1,579.71 “° 
ee ee ee ere er ee re re 650.30 “ 
ih SRNNNE EDITED nso ie eras ware eS sie aN Olen Oh erates awe 978.96 ‘*S 
ID GO PERRIN © sau asansctu soe seaweed ew en ese 14.28 “ 
er a re Tre ee ee 1,102.05 
Sih MINN “Lice cues cn sas wae ban aban awn sae 130.46 “ 
MAL ci cee peek bed sabe Ue ee RES hme sew ~ ss 7,629.39 ‘‘ 


FREIGHT TRAFFIC. 
The details of freight traffic for the year ending June 30, 1910, com 
pared with the preceding year, were as follows: 
———Increase—— 


909. 1910. Amount Per cent. 

Freight revenue....... $43,619,091.27 $49,536,839.18 $5,917,747.91 13.57 

Percentage 

of Increase 

1909. 1910. or Decrease. 

Tons of freight carried............ 32,793,418 39,339,739 19.96 Inc. 

Tons of freight carried one mile. .4,868,589,654 5,562,587,719 14.37 Inc. 

Average revenue received per ton-. $1.33 $1.26 5.26 Dec. 
Average revenue received per ton 

DEE DANE. Koons oneskaeen an 605030 .0o0facent .89o0facent. 1.11 Dec. 

Average distance each ton was hauled 148.31 miles 141.40 miles 4.66 Dec. 
Mileage of revenue freight and 

ee ene eee aires 18,696,827 21,336,510 14.12 Inc. 
Average number of tons of revenue 

freignt carried per train mile.... 260.13 260.71 22 Inc. 
Average number of tons of revenue 

freight carried per loaded car mile 14.60 15.51. 6.23 Inc. 
Average freight revenue per train 

MO Up tian veessv she va esau ee $2.33 $2.32 .43 Dec. 
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PASSENGER TRAFFIC. 


The details of passenger traffic for the year ending June 30, 1910, com- 
pared with the preceding year, were as follows: 


7——Increase—— 

1909. 1910. Amount. Per cent. 

Passenger revenue...... $16,875,668.43 $18,431,017.47 $1,555,349.04 9.22 
Percentage 

; 1909. 1910. of Increase. 

POOMENECTE COPTIC ac oiccc ke Gh eae 26,951,319 28,697,470 6.48 Inc. 
Passengers carried one mile........ 932,232,161 1,012,742,855 8.64 Inc. 


Average fare paid per passenger.... 63 cents 
Average rate paid per passenger per mile 1.81 cents 
Av. distance traveled per passenger.. 34.59 miles 
Mileage of revenue passenger and 


64 cents 1.59 Inc. 
1.82 cents .55 Inc. 
85.29 miles 2.02 Inc. 


MANGA SEONG 6 csiccuns cesscauwns 18,498,671 20,015,474 8.20 Inc. 
Average passenger train revenue per 
WEEE: “GUN 656 e5 hss Siaateaeess $1.14 $1.15 .88 Inc. 


MAINTENANCE OF WAY AND STRUCTURES. 


The total operating expenses of the company for the year ending June 
30, 1910, were $52,153,619.21; of this amount $10,774,337.89 was for 
charges pertaining to the maintenance of way and structures. Included in 
these charges is a large part of the cost of 40,982 tons of steel rails, the 
greater portion of which was laid in replacement of rails of lighter weight 
in 518.97 miles of track; also the cost of 2,418,782 new ties. 

The charges for maintenance of way and structures also include a large 
portion of the cost of ballasting 26.68 miles of track with crushed stone, 
356.42 miles with gravel, and 76.16 miles with cinders and slag; the erec- 
tion, in place of wooden structures, of 91 new steel bridges on masonry, 
and 6 on pile supports, aggregating 7,570 feet in length and containing 
6,456 tons of bridge metal; and the replacement of other wooden struc- 
tures with masonry arch and box culverts and cast-iron pipes, the openings 
being filled with earth. The wooden structures replaced by permanent 
work aggregate 15,880 feet in length. 

The charges on account of maintenance of way and structures for the 
year ending June 30, 1910, compared with the preceding year, were as 
follows: 








Rails Laid in Renewals, 1909. 1910. Inc. or Dec. 
New steel rails laid... .....6.5+ 21,735 tons 22,646 tons 911 tons Inc. 
peels: PRUE: FANE oss < cave w vera 18,000 tons 18,336 tons 336 tons Inc. 

Tatel C008 TRIG. 66 osc scicscass 39,735 tons 40,982 tons 1,247 tons Inc, 

Ties Laid in Renewals. 
ee eee re errr 2,314,949 2,418,782 103,833 Inc. 

Cost of Rails. 

Ce ae a a $616,709.10 $654,641.58 $37,932.48 Inc. 


GND EEE SiSecaiesesse wens 9,479.08 Inc. 


$1,052,399.77 $1,099,811.33 $47,411.56 Inc. 
Less value of old rails and 


435,690.67 445,169.75 








a ae | Sn ee 716,150.91 822,109.52 105,958.61 Inc. 

Net charge for raile.......... $336,248.86 277,701.81 $58,547.05 Dec. 

1909. 1910. Increase or Dec. 

Cost? iE HRB 60d seco $1,324,617.07  $1,240,473.53 $84,143.54 Dec. 

Cost OF  DRNOBE,. 66.4 50.555% 115,894.81 448,816.05 332,921.24 Inc. 
Cost of other track ma- 

Bente oshieceuiedicles sisee 299,078.02 534,982.85 235,904.83 Inc. 


Roadway and track labor 


and other expenses..... 3,586,929.30 5,035,626.69  1,448,697.39 Inc. 





Total charges for 
roadway and _ track..$5,662,768.06 
Other charges account 
maintenance of way and 
structures were as fol- 


$7,537,600.93 $1,874,832.87 Inc. 


lows: 
sridges, trestles and cul- 

MNT i eee eee 990,094.47 —-1,096,140.27 106,045.80 Inc. 
Road crossings, fences, etc. 248,587.27 244,272.71 4,314.56 Dec. 
Signals and_ interlocking 

MM seckiacascisexes SORRGRGE 250,727.87 95,125.82 Inc. 
Buildings, fixtures and 

RNUMMRMRURMR ga pvp ayare.ssia 9 90 8 * 708,235.05 953,297.12 245,062.07 Inc. 
Docks and wharves....... 91,300.47 60,626.64 30,673.83 Dec. 
Superintendence ......... 364,363.63 396,458.59 32,094.96 Inc. 
Roadway tools and supplies 76,188.60 96,263.32 20,074.72 Inc. 
Sundry miscellaneous 

CUMIN 6 ks sadisa sass 125,125.68 138,950.44 13,824.76 Inc. 





Total charges account 
maintenance of way 
and structures ....3.. $8,422,265.28 $10,774,337.89 $2,352,072.61 Inc. 
The above charges for maintenance of way and structures for the current 
year amount to 20.66 per cent. of the total operating expenses as com- 
pared with 19.50 per cent. for the preceding fiscal year. 


MAINTENANCE OF EQUIPMENT. 


The charges on account of maintenance cf equipment for the year ending 
June 30, 1910, compared with the preceding year, were as follows: 


1909. 1910. Increase or Dec. 
Locomotives ccececee cee oe 0$5,121,699.26 $3,842,292.79 $720,593.58 Inc. 
Passenger-train cars ......... 702,134.68 926,679.91 224,545.23 Inc. 
Preight-train Cars: ..2660 secs 3,519,113.05  3,676,262.75 157,149.70 Inc. 
WOTrk QUIHDINONE 6.4ccc 6 sis seas 115,293.01 252,672.05 137,379.04 Inc. 
Shop machinery and tools..... 139,446.32 173,216.59 33,770.27 Inc. 
OUPEMINGONGENCE «066s cee 202,844.13 224,606.35 21,762.22 Inc. 


Sundry miscellaneous charges. 45,438.10 53,486.26 8,048.16 Inc. 
Total charges account main- 


tenance of equipment..... $7,845,968.55 $9,149,216.70 $1,303,248.15 Inc. 

The above charges for maintenance of equipment for the current year 

amount to 17.54 per cent. of the total operating expenses, as compared with 
18.17 per cent. for the preceding fiscal year. 


EQUIPMENT REPLACEMENT ACCOUNTS. 


At the close of the preceding fiscal year there was a balance to 
the credit of the equipment replacement accounts of........ 
During the year ending June 30, 1910, there was credited to 
the equipment replacement accounts on account of charges 
to operating expenses and profit and loss, and for salvage... 


$1,719.64 


2,378,722.93 


$2,380,442.57 


RAILWAY AGE GAZETTE. 








And there has been charged during the year against the above 
amount the original cost of equipment retired and other 
items, as follows: 


MUMMIES he a. 5: 6-40 s aaa ie eh he ea $94,418.00 

GO GRMRONMCT-ANGIN COPS ois dices bcc s eee neees 33,845.00 
ESO Sees e-CVRI COIS: ooo oo ks oc cikiersdes decane 823,454.89 
ay eae RS arabe ne near Pa eee ect Meare a ny SS 17,950.00 
ee No oie cs Catarina cl eueine ie ehedat 12,072.67 


981,740.56 


Leaving a balance to the credit of the equipment replacement 
secounts on Jume SO. 1GIG Gfes oc ccc cc ckctecic cca we bance $1,398,702.01 


TRANSPORTATION EXPENSES. 


' The transportation expenses of the company for the year ending June 
30, 1910, were $29,677,354.25, or 56.90 per cent. of the total operating 
expenses, Of this amount $18,262,631.80, or 61.54 per cent. was paid 
for labor; $7,699,752.81, or 25.94 per cent. was paid for fuel for loco- 
motives and $3,714,969.64, or 12.52 per cent. was paid for supplies and 
miscellaneous items. The increase in the transportation expenses for the 
year ending June 30, 1910, as compared with the preceding fiscal year was 
$5,010,491.70, or 20.31 per cent., distributed as follows: 


Increase in amount paid for labor.............. $2,884,666.76 11.69% 
Increase in amount paid for fuel for locomotives.. 1,694,123.25 6.87% 
Increase in amount paid for supplies and mis- 
INES SUI adoro e515: 6.90. alee ca deldace WK ardasers 431,701.69 1.75% 
WE i ac ka acne Raced eeen se KOteRe awe Rieees ed $5,010,491.70 20.31% 


The cost of locomotive fuel was materially increased by the severe 
weather conditions of the past winter, resulting in transportation irregu- 
larities which prevented the delivery to this company, at the usual receiving 
points, of an adequate and reliable supply of fuel from its coal fields in 
southern Illinois, and also made necessary the purchase of a considerable 
tonnage in the open market. The prolonged suspension of mining opera- 
tions in the bituminous coal fields of Illinois and Iowa, during the latter 
part of the fiscal year, was another important factor entering into the in- 
creased cost of fuel, 

CAPITAL STOCK, 

_For the purpose of obtaining funds for constructing, improving and equip- 
ping the railway, and in pursuance of the authority heretofore conferred 
by the stockholders and voting bondholders of the company, the board of 
directors authorized during the year an additional issue of common stock 
and scrip, as follows: 

To stockholders of record on Jan. 10, 1910, an amount equal 

to 25 per cent, of their respective holdings............ $30,502,800.00 

All of the above common stock and scrip has been issued and is held 
by the public. 

In addition to the above change in the common stock and scrip, there 
has been a decrease of $150 in the amount of such stock and scrip held 
by the public, and a corresponding increase in the amount of such stock 
and scrip owned by the contpany. ‘Thus, there is for the year a net 
increase of $30,502,650 in the amount of common stock and scrip held 
by the public and an increase of $150 in the amount of common stock 
and scrip owned by the company. 

There was no change in the preferred stock or scrip. 


The company’s authorized capital stock is two hundred million dollars 
($200,000,000), of which the following has been issued to June 30, 1910: 
Common stock and scrip held by the public. .$130,121,488.82 
Common stock and scrip owned by the 





COMPANY 6.06 cccee Pe bee MeO amare 8 eRe 2,354,042,15 
Total common: stock and Schip...c.s.sccccsicceccectees $132,455,530.97 
Preferred stock and scrip held by the 
WONG 2d orien We aaa Caan os Nace waite 66's 22,395,120.00 
Preferred stock and scrip owned by the 
COMPANY oc ewcccccrccedceccameccvees 3,834.56 
Total preferred stock and_ SCTiP........ccceeeeeees 22,398,954.56 
Total capital stock and scrip, June 30, 1910........ $154,854,485.53 


FUNDED DEBT. 
No bonds were sold during the year ending June 30, 1910. The amount 


of bonds held by the public and in sinking funds was decreased $7,696,000 
during the year, as follows: 


Maturep Bonps REDEEMED: 

M. L. S. & W. Ry. 20-years convertible debentures 

OP PON Os POET CONN oxac'n cinicincic age cceeieacle a sishe-aier4 $142,000 
Cedar Rapids & Missouri River R. R. mortgage of 

Ree 6 DEP CONG Ga adc uwk csceisataecaseanarebrenes 28,000 
C, & N. W. Ry. 25- 1909, 

DE COI ac gin eces vi eewnws oa naeeaes se) paleewes sie 5,890,000 
Northern Illinois Ry. first mortgage, 5 per cent...... 1,500,000 
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$7,560,000 
Bonps REDEEMED WITH SINKING Funp PayMENTS: 


Cc. & N. W. Ry. Sinking fund of 1879, 6 per cent...$ 57,000 
C. & N. W. Ry. Sinking fund of 1879, 5 per cent... 79,000 
136,000 


SRSA PUCLAROUNT  OTINE NINE 6a wd a ahco deiner 6 Sasa 9 sia Were ecaheiateiginle erie e's $7,696,000 


BONDS IN TREASURY AND DUE FROM TRUSTEL. 


At the close of the preceding fiscal year the amount of the 
Company’s Bonds in its Treasury and due from Trustee was.$11,281,000.00 
The above amount of Bonds has been decreased by those 

retired during the year ending June 30, 1910, as follows: 

M. L. S. & W. Ry. 20-Years Convertible Deben- 


UVES OF TOOT, OR de kiisieceveweat Hbdsue neues $3,000.00 
Cedar Rapids & Missouri River R. R. Mortgage 

a ee Pot a cao a's esislaan om cialaaeee eealalvae s 741,000.00 
Cc. & N. W. Ry. 25-Years Debenture of 1909, 5%. 10,000.00 
Cc. & N. W. Ry. Sinking Fund of 1879, 6%...... 57,000.00 
Cc. & N. W. Ry. Sinking Fund of 1879, 5%...... 77,000.00 


— 888,000.00 


$10,393,000.09 








The Bonds due from Trustee have been increased during 

the year as follows: 

C. & Ww. Ry. General Mortgage Gold Bonds of 1987, due 
from Trustee in Exchange tor Bonds Retired, viz.: 

M. L. S. & W. Ry. 20-Years Convertible Deben- 


Oe Be . a eee ee: $436,000.00 
Cedar Rapids & Missouri River R, R. Mortgage 

eT Se ae Ae ong 769,000.00 
C.& N. W. Ry. 25-Years Debentures of 1909, 5%.5,900,000.00 
Northern Illinois Ry. First Mortgage, 5%..... 1,500,000.00 


C. & N. W. Ry. Sinking Fund ot 1879, 6%.... 


>. & 112,000.00 
C. & N. W. Ry. Sinking Fund of 1879, 5%.... 


153,000.00 
——— 8,870,000.00 
C. & N. W. Ry. General Mortgage Gold Bonds of 1987, due 
from Trustee on Account ot Construction Expenditures 





SERS BN Se MONT cudsbesasexease sea twenbuanvess 1,000,000.00 


Total Bonds in the Treasury and due from Trustee, 

ST MUD is tucick lnaanicedcawinvandeednced? $20,263,000.00 
Net Increase during the year in Bonds in the Treasury 

SR en En SB ONOD. oy cu cuucwancsunac’ snsesexcee $8,982,000.00 


CONSTRUCTION. 


, whe construction charges for the year ending June 30, 1910, were as 
OllOWS: 
On Account of Additional Main Tracks, viz.: 





iles. 
Third Track, Mayfair Cut-Off, Ill...... 2.52 $1,527.12 
Second Track, West Chicago to Wayne, 
“Aig ace aE ie ee ER RN ii 74 49,654.55 
Third and Fourth Tracks, Fulton Cut-Off, 
SIMMER Gs Ash SESSED ESCA RE ESS SOON SS 4.69 356,569.98 





; - $407,751.65 
On Account of Elevating Tracks, viz.: 
mime City GF Teves, Tio. .esccscinsecccece $767,001.31 
— 46th Avenue to Austin Avenue, Chicago, 
ll. 


TTT TUT OT TT TTT ETE eT eee 86,424.69 
Austin Avenue to Harlem Avenue, Oak Park, 
SSS SESS ERESE SERS MESS SES DkES ERAS SSK SS 182,237.28 
South Branch Track, from near Taylor Street 
Se ae eG | eee 215,842.39 
In the City of Milwaukee, Wis. (Madison 
[PEMED:  ccpenccae bn soieecnesicaceeb eens 380,584.31 
—_——-——  1,632,089.98 
Sundry Construction: 
Right of Way and Additional Depot and Yard . 
Ce Eee ae $347,668.04 
Buildings, Furniture and Fixtures............ 915,515.17 
Dock and Wharf Property..............c000. 1,125,440.89 
Shop Machinery and Tools............seceee; 40,064.97 
Permanent Bridges (cost of new over old).... 1,471,586.94 
Interlocking and Signal Apparatus............ 24,163.30 
New Sidings, Yard Tracks and Spurs to Indus- 
ee ROE ON 5556 schsecnwssseSesun en 310,641.34 
Betterment of Roadway and Track........... 503,951.12 
Fulton Terminal Improvements............... 154,177.76 
Thatcher-Valentine Revision, Nebraska........ 407,297.53 
Hawarden Revision, Iowa...............eee0. 42,105.13 
Account New Chicago Passenger Terminal... .16,939,515.48* 
Miscellaneous Construction, including Road 
Crossings, Signs and other items........... 121,046.01 





—-— 22,403,173.68 
Additional Equipment: 
81 Locomotives, 5 Dining Cars, 48 Coaches, 8 
Combined Mail and Baggage Cars, 10 Bag- 
gage Cars, 1,500 Automobile Cars, 2,000 Gon- 
dola Cars, 300 Flat Cars, 950 Ore Cars, 500 
Box Cars, 250 Refrigerator Cars, 300 Stock 
Cars, 60 Caboose Cars, 3 Pile Drivers, 1 





BERK SORE BIE BBE cc wicca ans sesew es en oe $7,068,836.51 
Less Equipment retired.............ccccceces 1,117,428.89 
————_ 5,951,407.62 
MUON chee ekehs becdce <ekGukesbece cau ret i coecee cc $30,394,422.93 





*NorEe.—This item includes $11,032,991.80 expended in previous years 
and carried in the account “‘Real Estate in Suspense and Advances on ac- 
count of the New Chicago Passenger Terminal,’ which was transferred to 
Construction Account in the current year. 


NEW PASSENGER TERMINAL IN THE CITY OF CHICAGO. 


Substantial progress has been made during the year in the construction 
of the company’s new passenger terminal and approaches in the city of 
Chicago. In the terminal section, extending from a connection with the 
west and north approached at Jefferson street and Austin avenue to Madi- 
son street, all retaining walls, abutments, steel viaducts and sand filling 
are completed, the structural steel for the track floor and train shed is 
in place, and the track floor and train shed roof are being constructed; 
the enclosing walls are practically completed and the subdivision of the 
space beneath the track floor is well advanced. The walls, roof and interior 
partitions of the station building are completed and a large portion of the 
interior finish and decoration of this building is done. ‘The power house, 
north of Lake street, is practically completed and the necessary machinery 
is being installed. 

On the west approach, from near Ashland avenue to Jefferson street, 
and on the north approach from near Carpenter street to Jefferson street, 
all retaining walls, abutments, steel viaducts and sand filling are completed, 
the four main tracks are laid and ballasted, except at connections with 
the present main lines, and the installation of signal and interlocking appa- 
ratus is in progress. 5 E 

It is expected that the new terminal will be completed and opened to 
the public during the present calendar year. 


TRACK ELEVATION IN THE CITY OF CHICAGO AND VICINITY. 


Pursuant to an ordinance adopted by the Common Council of the city 
of Chicago, the company has undertaken the elevation, to a maximum 
height of 17% ft., of its roadway and main tracks in that city from a con- 
nection with its Rockwell street line at Taylor street to a connection with 
its Sixteenth street line at Leavitt street, a distance of .81 miles. _ 

Satisfactory progress has been made during the year in the elevation of 
the main tracks of the company on its Milwaukee line through the city of 
Evanston, and it is expected that the work will be completed during the 
ensuing autumn, Three main tracks on this line are now elevated and in 
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operation from Chicago to a point north of the Davis street station in 
Evanston, a distance of 13 miles, In connection with this undertaking, 
four modern brick passenger stations have been completed in Evanston and 
one 1s under construction at North Evanston. 


_In the village of Oak Park, adjoining the city of Chicago at its western 
liniits, the four northerly tracks of the proposed six-track system have 
been elevated from Austin avenue to Clinton avenue, a distance of 1.22 
miles; the bridge work has been erected for the subways and the street 
improvements are substantially completed. The improvement of the Har- 
lem avenue freight yard. including the construction of a brick freight 
house, has also been completed. 


TRACK ELEVATION IN THE CITY OF MILWAUKEE. 


_ The elevation of the main track of the company on its Madison division 
in the city of Milwaukee, from a point near Chicago avenue to Greenfield 
avenue, a distance of 1.62 miles, including the elevation of the Barclay 
street and Chase yards, containing 6.55 miles of track, the reconstruction 
of the Kinnickinnic river drawbridge and the construction of subway bridges 
across Kinnickinnic avenue, Becher street, Lincoln and Chicago avenues, 
and a brick freight station and team yard at Lincoln avenue, have been 
completed, 


SUNDRY ADDITIONS AND BETTERMENTS. 


Among the more important sundry additions and betterments to the 
property of the company during the fiscal year are the following: 

The third track on the Mayfair cut-off from Foster street, Evanston, 
to Weber station, a distance of 2.52 miles, has been practically completed. 

The Fulton (Ill.) cut-off, consisting of third and fourth main tracks 
from a connection with the main line of the Galena division, about three 
miles east of Fulton, Ill, to the east end of the company’s new bridge 
across the Mississippi river between East Clinton, Ill., and Clinton, Ia, a 
distance of 4.69 miles, has been completed. : cd 

The revision of the main line of the Nebraska and Wyoming division 
between Thatcher and Valentine, Neb., including the construction of a 
cut-off 5.73 miles in length, located south of the present main line be- 
tween these points, and the construction of a bridge 1,300 ft. in length 
across the Niobrara river, has been completed. ey 

A second main track has been constructed on the Galena division from 
(near) West Chicago to a point west of Wayne, Ill., a distance of 4.74 
miles. 

An aggregate of 60.57 miles of yard tracks, sidings and industrial spurs 
has been added. aes 

A second main track is being constructed and the present main_ line 
is being revised between Hawarden, Ia., and the junction with the Sioux 
City, Dakota & North Western Railway, about two miles east of that 
station, : 

To provide for the extension and enlargement of the company’s station 
and terminal facilities, a considerable expenditure has been made during the 
year for additional real estate, the more important expenditures on this 
account having been at Proviso, Ill., and Tracy, Minn, 

Modern brick passenger stations have been completed at McHenry, 
Ill., Blair, Neb., and Casper, Wyo. : Uy 

Near Fulton, Ill., the company has acquired 201 additional acres_of 
land and has commenced the construction of a large terminal yard. The 
improvement now undertaken consists of 22 yard tracks with capacity 
for 1,700 cars, 4 repair tracks with capacity of 100 cars, and the fol- 
lowing structures: 

Brick engine house, 58 stalls. 

Turntable, 80 ft., electrically operated. : 

Mechanical coaling plant, 800-ton pocket capacity. 

Double clinker pit, 100 ft. long. 

Water station with five stand pipes. Pan 

Brick power houses and miscellaneous buildings. 

At East Elgin, Ill., a brick freight house 160 ft. x 32 ft. has been 
constructed, : 

At the Chicago shops of the company a complete plant for washing out 
locomotive boilers has been constructed. _ 

At Council Bluffs, Ia., extensive additions have been made to the com- 
pany’s shop and engine house plant. Among the more important struc- 
tures completed during the year are the following: 

Brick engine house, 24 stalls. 

Brick machine and boiler shop, 100 ft. x 140 ft. 

Brick heater house, 25 ft, x 25 ft. 

Heating plant. 

Brick oil house, 32 ft. x 34 ft. 

Storehouse office, 30 ft. x 124 ft. 

Holman Coal Chute, 300 ton. 

Turntable, 80 ft. 

Cinder pit—15 panels—154 ft. long. 

Clinker pit, 24 ft. long. 

In connection with this improvement a system of yard, coach and re- 
pair tracks has also been constructed, ? 

At Hawarden, Ia., a 16-stall 90-ft. engine house, an 80-ft. turntable, and 
a Holman mechanical coaling plant are being constructed, and the yard 
revised. f / 

At LeGrand, Ia., two stone crushers of large capacity with the neces- 
sary appurtenances have been installed to provide ballast. 

At Layton Park, Milwaukee, the company’s storage yards have been 
enlarged. : 

At Lancaster, Wis., a 3-stall engine house has been constructed. 

At South Oshkosh, Wis., an ice house 150 ft. x 250 ft., of 30,000 tons 

acity has been erected. 
wat | Breccia S. D., a complete plant for the manufacture of Pintsch gas 

een installed. : 
yar Pig Bh ong Mich., iron ore dock No. 5 has been rebuilt and the yards 
enlarged. The rebuilt dock is 2,220 ft. long and 52 ft. 2 in. wide, with an 
approach 1,500 ft. in length. It contains 370 ore pockets each having a 
capacity of 325 tons and has a total working capacity of 120,250 tons. ; 

To facilitate the despatching of trains, a complete telephone line with 
twenty station offices has been constructed along the company’s right of 
way from Long Pine to Chadron, Neb., a distance of 192 miles. 


The following new equipment has been purchased during the year: 
Locomotives ..ccccccccescccscr eserves eettenccsvccseccaece 


Passenger equipment— 


BDI OES) oa nie ww: no is 566 wis 55 Bin en'e oie Nees S ened oes eniene 5 
Aine tons anes aul cataecpnishs Saab ne oe ese a hs bene how 48 
Combined mail and baggage Cars........sssceccsccsceccsvces 8 
Baggage CarS os. esse eect cece eee tence eee eeeeeeeeeeeeenees 10 
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Freight equipment— 
Automobile cars 





MM ints) ee eo ee 
Flat cars Ta een Cara VO Tee OT A ESS se ose niche "300 
ROR MIRE a Gla hiald'< iad c's arava Siaelaaa Caaie daaieete Melek eis'es'6 bate 950 
RNS erh Shera he Riga a luisig tens crcl nrc duerateh mien oe/ancin a acca 500 
POReRURELON CHUN  3 savare- aia 5 wists 9htstearat ou Fcpsboaravoielo dialialéveerae.ciacs 250 
NEM MNCE IMIR itive hava rag shc 5G Gacy seve ars Share <eaig AAE NGS aw os a 300 
RIESE NIRA © Shes Gioia G7 ac 4 ak a. eheoen eee lis NORE RK Cis ali a hte lb. oe 60 

5,860 

Work equipment— 

RiP aR NRE eg et ecw ears rae Sane Stace wicadans Bik Weta masta ee Wehbe 3 
PE NE CONE WINE on ino 656.0% ww Saino bia Wied wile bas ace aw ernlaianw 1 
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NEW RAILWAYS. 


_ The following proprietary railway companies have been organized in the 
interest of this company: 


Lee County Rattway Company.—Organized under the laws of Illinois. 
This company has completed a double track railway from Nachusa to 
Nelson, IIl., a distance of 12.76 miles, which will be operated under 
lease by the Chicago & North Western Railway Company after July 1. 
1910, as_a part of the third and fourth main track mileage of its 
Galena division. The new railway effects a material saving in grades 
and curvature as compared with the existing line between Nachusa and 
Nelson, and provides an important addition to the company’s track facili- 
ties between Chicago and the Mississippi river. 


Bette Fourcue Vattey Rartway Company.—Organized under the laws 
of South Dakota to construct a railway eastwardly from a connection 
with the Chicago & North Western Railway at Belle Fourche, S. D.. 
through the counties of Butte and Meade for a distance of 88 miles. 
That portion of this railway extending from Belle Fourche to a point 
near the town site established in Butte county by the United States gov- 
ernment in connection with its reclamation project, a distance of 23.52 
miles, has been completed, and after July 1, 1910, will be operated under 
lease by the Chicago & North Western Railway Company. 


James River Vattey & NortH Western RAriLway Company.—Organized 
under the laws of South Dakota to construct a railway in that state from 
Gettysburg, in Potter county, to Blunt, in Hughes county, and from 
Onida, in Sully county, to Hitchcock in Beadle county, in all about 130 
miles. The construction of this railway from Gettysburg to Blunt, a 
distance of 39.55 miles, is nearly completed, and substantially all of 
the right of way for that portion of the railway between Onida and 
Hitchcock has been acquired. 


Sroux City, Daxota & NortH Western Raitway Company.—Organized 
under the laws of Iowa to construct a railway in that State from Sioux 
City to Hawarden. The construction of this railway from a connection 
with the Illinois Central Railroad near Hinton to a connection with the 
Chicago & North Western Railway near Hawarden, a distance of 28.17 
miles, is well advanced. An agreement has been entered into between the 
Illinois Central Railroad Company and the Chicago & North Western 
Railway Company providing for perpetual trackage over the main line 
of the Illinois Central Railway Company between Sioux City and Hin- 
ton, a distance of 12.72 miles. 


Des Piaines Vattey RatLway Company.—Organized under the laws of 
Illinois. Substantially all of the right of way has been acquired for this 
double track railway, from a point between Northfield and Blodgett on 
the western division of the four-track system of the Chicago and North 
Western Railway between Chicago and Milwaukee to a connection with 
the Wisconsin Division near Des Plaines, and thence to a connection with 
the Galena Division at Proviso, a distance of about 21 miles. 

This railway will directly connect the several divisions of the Chicago 
& North Western Railway entering the City of Chicago with the proposed 
enlarged terminal yards at Proviso and enable that company to effect im- 
portant economies in the diversion and distribution of the large, and 
increasing, traffic now passing through the terminals within that city. 


Mitwauker, Sparta & Nortn Western Rarttway Company.—Organized 
under the laws of Wisconsin to construct a railwav in that State from 
a connection with the Chicago & North Western Railway near Lindwurm 
on the Wisconsin Division, about eight miles north of Milwaukee, north- 
westerly to Sparta on the Madison Division, a distance of 169.52 miles 
and from a connection with the above line at a point about six miles 
west of Lindwurm southerly to a connection with the Milwaukee and 
Madison Line near West Allis, a distance of 8.16 miles. From Lind- 
wurm to Clyman and from the junction west of Lindwurm to near West 
Allis, in all about 51.78 miles, the construction of a double track railway 
is in progress. From Clyman to Necedah and from Wryeville to Sparta a 
considerable portion of the right of way has been acquired and the con- 
struction of a single track railway has been commenced. Between Ne- 
cedah and Wyeville, an existing branch railway will be reconstructed 
and used as a part of the main line. In the construction of this rail- 
way, such provision as may be economical will be made for the future 
construction of an additional main track from Clyman to Sparta. 


This railway will afford a direct route, with low grades. from Mil- 
waukee to connections with the Chicago, St. Paul, Minneapolis & Omaha 
Railway at Wyeville and with the Madison Division of the Chicago & 
North Western Railwav at Sparta, to which may be economically diverted 
a large volume of traffic now passing over the existing routes and heavy 





AGE GAZETTE. 611 


grades via Madison and Elroy. It will also provide a double track belt 
line around the City of Milwaukee, which will afford great relief from 
congestion at the terminals within that city. All through traffic may 
be diverted to the belt line and a scnaidedile portion of the local traffic 
distributed at its terminal yards. 


LANDS. 


The sale of the timber lands in the company’s Wisconsin and Michigan 
land grants has been discontinued for the purpose of re-examination and 
reappraisement. The total number of acres remaining in the several grants 
June 30, 1910, amounted to 377,384.60 acres, of which 4,808.40 acres were 
under contract for sale, leaving unsold 372,526.20 acres. 


Appended hereto may be found statements, accounts and _ statistics 
relating to the business of the fiscal year, and the condition of the com- 
pany’s affairs on June 30, 1910. 


MARVIN HUGHITT, President. 





COMPARATIVE STATEMENT OF INCOME ACCOUNT. 
Year Ending Year Ending 
June 30, 1909. June 30, 1910. 
Average mile- Average mile- 
age oper- age oper- Increase +. 
ated 7,635.49. ated 7,629.45. Decrease - 


Operating Revenues: 


Freight REVERS 6 .ncccceees $43,619,091.27 $49,536,839.18 +$5,917,747.91 
Passenger Revenue .......-- 16,875,668.43 18,431,017.47 + 1,555,349.04 
Other Transportation Revenue 5,146,621.49 —5,768,344.63 + 621,723.14 
Non-transportation Revenue.. 439,483.41 + 102,393.57 


337,089.84 





Total Operating Revenues.$65,978,471.03 $74,175,684.69 +$8,197,213.66 














Operating Expenses ........-- 43,191,239.41 52,153,619.21 + 8,962,379.80 
Net Operating Revenue...... $22,787,231.62 $22,022,065.48 — $765,166.14 
Outside Operations: 
DROP RCN esi ciaie cw acsihieresee a deve 15,906.54 56,941.00 + 41,034.46 
Total Net Revenue........ $22,771,325.08 $21,965,124.48 — $806,200.60 
"Tames ACCTUEE 6c dec HeeKesnss 2,714,631.79  2,979,512.52 + 264,880.73 
Operating income ......:.. $20,056,693.29 $18,985,611.96 —$1,071,081.33 
Other Income: 
Renite——CreGuts. oo. scevesses 65,180.75 84,180.43 + 18,999.68 
Dividends on Stocks Owned... 1,886,192.00  1,594,249.50— 291,942.50 
Interest, Funded Debt Owned. 2,837.50 1,900.00 — 937.50 


Interest on Other Securities, 
Loans and Accounts........ 
Miscellaneous Income ....... 


808,309.23 + 258,887.81 
51,120.29 ++ 690.46 


549,421.42 
50,429.83 


wee. $2,554,061.50 $2,539,759.45— $14,302.05 








Total Other Income .. 











Gross Income ............$22,610,754.79 $21,525,371.41 —$1,085,383.38 
Deductions frorh Gross Income: 

MeGIG—DEONE occ iccsvmess $818,848.13 $1,397,277.94 + $578,429.81 

Int. Accrued on Funded Debt. 7,603,025.00  7,582,514.99 — 20,510.01 

Chie EMGOSGRE: 6k ks cccccvea'nn 900.96 931.89 +- 30.93 

Sinking Pune <<< ccd cccciese vis 224,500.00 225,500.00 + 1,000.00 

Other Deductions ........... 28,187.15 20,649,23 — 7,537.92 
Total Deductions from Gross 

| ee eee $8,675,461.24 $9,226,874.05 + $551,412.81 

Pe RUOONNEI isc. 5 ca kene tases $13,935,293.55 $12,298,497.36 —$1,636,796.19 

Dividends on Stock............ 8,764,503.00 9,832,038.00 + *1,067,535.00 





Balance Income for the year, 
carried to Profit and Loss $5,170,790.55 $2,466,459.36 —$2,704,331.19 





*Note.—This increase is due to one-half year’s dividend on the increase in 
Common Stock of the Company issued during the current year. 








PROFIT AND LOSS ACCOUNT, JUNE 30, 1910. 


Dr. Cr. 
Balance from operations of Land Properties for year ending Balance, Jane $0; 1000s: 6 acc divi scieccccasnidecewnces senders $30,672,159.22 
PURI Mer A 6 5 505 ig Tare 5015 G8 Gini Wb g/A Ve nase ena! sha 8's eg we $82,757.13 Balance Income for Year Ending June 30, 1910, brought for- 
Depreciation accrued prior to July 1, 1907, on equipment re- Ward: feand Income Account)... 6.6 cscs cccteseuwcenencs 2,466.459.36 
_tired during the current fiscal’ years: 6.cs0ceccccscccees 709,158.55 Balance of Accounts Written Off the Books ...........++e+- 6,281.64 
Adjustments in sundry accounts due to operations of previous 
DRM IMRT ate 8 Se Soahd So alay oars olan ov cetaw awe dda kaw 139,384.22 
Net loss on property sold or abandoned and not replaced and 
preliminary construction work abandoned................ 34,718.22 
Balance Credit, June 30, 1910, carried to Balance Sheet....... 32,178,9382.10 


$33,144,900.22 


$33,144,900.22 
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GENERAL BALANCE SHEET, JUNE 30, 1910. 


ASSETS. 
Property Investment. 
Road and Equipment: 

Balance to Debit of this Account, June 30, 

1909 
Add C. & N. W. Ry. Sinking Fund 

Bonds of 1879 retired and credited 

this account in the two preceding 

Eo cues cribae aw pans diesem 273,000.00 
Add Sundry Construction and Equipment 

Expenditures for the year ending June 

30, 1910, as see statement elsewhere 

REED Shp SGA ey he seed ee oes ys sabe a ee 30,394,422.93 


290150761102 


Securities: 
Securities of Proprietary, Affiliated and Controlled Com- 
Cem) Oo Scuc Crt oko eb ets ebieee > oaks 
Other Investments: 
Advances to Proprietary, Affiliated and 
Controlled Companies for Construction, 
Equipment and Betterments............ $15,877,949.09 
Miscellaneous Investments .............. 970,507.81 


Working Assets: 


Ss Cais a oG ais Sain ie ala einem mibin le eles oe $18,503,988.19 
Common Stock and Scrip, C. & N. W. Ry. 

die i nn rare 2,334,042.15 
Preferred Stock and Scrip, C. & N. W. Ry. 

Co., in hands of Treasurer... ..........0+% 3,834.56 
$40,000 M. L. S. & W. Ry. Ext. & Imp. Sink- 

ee Ee 40,000.00 
$1,835,000 C.& N. W. Ry.3%% General Mort- 

gage Gold Bonds of 1987 on hand........ 1,835,000.00 


$17,957,000 C.& N. W. Ry. General Mortgage 
Gold Bonds of 1987, due from Trustee in 


exchange for Bonds retired............. 17,957,000.00 
$431,000 Southern Iowa Ry. First Mortgage 
TRIE, ci cc ben ame ves dines he's ces 431,000.00 


149,200 Shares of Capital Stock of the Chi- 
cago, St. Paul, Minneapolis & Omaha Ry. 


ECCLES a UC cw SCS Cha SERRE eS CEee Se 10,337,152.29 
41,715 Shares of Preferred Stock of the 

Union Pacific Railroad Co............2.s. 3,910,575.93 
ee ENED ee bk cc cdded bse kaees 1,685.35 
Traffic and Car-Service Balances Due from 

Set NE. Caos ane sas esos hee yan 40,721.28 
Net Balance Due from Agents and Con- 

DREN 5546 4ak ds Asse BERR SEAD SORES ERROR 3,782,695.15 
Miscellaneous Accounts Receivable......... 1,296,155.86 
RESereens oR TREE 5 soo si es swe es sess 6,296,589.28 


Ce ee a es 3,133.26 


Deferred Debit Items: 


eS wise h kia bs sae wie eb % $283,686.17 
Insurance Paid in Advance................. 25,918.31 
Cash and Securities in Sinking and Redemp- 

OND cus acd os eS bear bweebeceo 6,768,593.76 
Other Deferred Debit Items............... 781,125.05 


$383,873,724.51 





LT Ie eT TT $260,930,188.09 
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(7,506.47 Miles.) 


LIABILITIES. 
Capital Stock: 
Common Stock and Scrip, C. & N. W. Ry. 





Co, Held by the ablic .... 5. 6.5.2 s000's'0 ss $130,121,488.82 
Preferred Stock and Scrip, C. & N. W. Ry. 

AS0., Macld Hey the Galas oc se oss os escw osx 22,395,120.00 
Common Stock and Scrip, C. & N. W. Ry. 

Co., owned by the Company............. $2,334,042.15 
Preferred Stock and Scrip, C. & N. W. Ry. 


Co., owned by the Company............. 3,834.56 


Premium Realized on Capita! Stock 


Mortgage, Bonded and Secured Debt: 


Bonds in hands of the public.............. $138,511,500.00 
Add C. & N. W. Ry. Sinking Fund Deben- 

tures of 1933, in hands of public, issued 

for purchase of Stock of C. St. Paul. M. 

Pe BO. pa ana ches aso weens ss esse ue 9,695,000.00 


$148,206,500.00 
Bonds held by Trustee account Sinking 


RN oer CE Neh ie Sigel ng st nee 4,989,500.00 
Bonds owned by the Company and due 
RR SAMMI! og sore 6 Seis Grew iw loro Mlew's 20,263,000.00 
Working Liabilities: 
Traffic and Car-Service Balances Due to 
Lee AMOMEMING SSCL OL Cana sabe en sec $1,685,029.10 
Audited Vouchers and Wages Unpaid...... 5,650,593.14 
Miscellaneous Accounts Payable........... 248,447.20 
Matured Interest, Dividends and _ Rents 
PEM ees wea a ea cate Seis eke eeSeae 5,419,385.77 
Matured Mortgage, Bonded and Secured 
PRR MOMENT ic Sense ras bwin ab Ous bo oes 36,000.00 
Other Working Liabilities................. 921.96 
Accrued Liabilities Not Due: 
SSeRRRAAIE ASTEOEE TRAE So 5.655 5.9.6. 0.5 aie sinew es een a saie 
Deferred Credit Items: 
Reserve for Accrued Depreciation......... $1,398,702.01 
Other Deferred Credit Items.............. 172,002.84 
Appropriated Surplus: 
Sinking Fund on Madison Extension Gold 
IID: areas oxic eee $1,862,015.92 
= ‘© Menominee Extension 
Reh “EROMIRB 55s <icwere 1,618,708.32 
ee a ** North Western Union Ry. 
Gold: -Bonds. ...5 .00...5 1,308,348.27 
rs “ W. & St. P. BR. R. Ex- 
tension Gold Bonds... 1,947,516.64 
si a “« Cc..& N. W. Ry. Sinking 
Fund Bonds of 1879... 410,004.61 
er ere Nn ch aaa RA Ree Oe DRO ee SAS 





$383,873,724.51 


Vot. 49, No. 14. 


——-———-$152,516,608.82 





blac spatial ttl 





